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THE RAILROAD PROBLEM 
In attempting to work out a solution of the rail- 
road problem the serious difficulty is the ques- 
tion of the measure of the rates. The railroads, on 
the face of things, are not now, as a whole, earn- 
ing enough revenue to make them profitable. Re- 
turned to private ownership without any provision 


being made for this fact or its possible continuance, 


would they continue to be unprofitable? If so, is 
that condition due to the fact, in whole or in part, 


that the rates are not high enough or certain 
enough? If it is, what remedy shall be applied? 
For our part, we are not satisfied that rates have 
not been high enough, even on the theory that 
there are practically no expenses—such as wages 
and the high cost of materials—that can be appre- 
ciably trimmed. We think it possible that they 
may even be too high. We should say that before 
a legislative body can act intelligently it should de- 
termine the answer to that question. If the roads 
were returned to private ownership would not in- 
creased business efficiency result in increased busi- 
ness; is there not greatly increased traffic to be ex- 
pected shortly anyhow, and might not rates be so 


adjusted, by decreases, in many instances, as to 
result in the restoration of much business which, 


there is no doubt, has been curtailed to great extent 
in some localities by the heavy rate increases that 
have been imposed? There are many elements to 
be considered besides the bald fact that, as at pres- 
ent operated under the present rates, the railroads 
are not sufficiently profitable. Before we increase 
tates still further, or even leave them where they 
are, there should be a scientific study as to whether 
such increases would really be needed under re- 
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stored private operation and what effect they would 
have and are actually having on the volume and 
course of traffic. 


Those who have concluded, for one reason or an- 
other, that the rate problem must be solved by 
guaranteeing a certain net return to the carriers, 
pretty generally favor the plan that is being ex- 
pounded by Director-General Hines and that was 
first proposed by the association of railroad securi- 
ties owners, of which Mr. Warfield is president. 
Rates would be so fixed as to assure a return of, 
say, six per cent, to all the roads in a certain region 
or arbitrary division, the principal of competition 
being preserved by permitting any road in that 
group that earned more than six per cent net, to 
participate in the surplus—if there was any sur- 
plus—in proportion to its excess. 


There is no question but that this proposed solu- 
tion goes to the most perplexing point in the situa- 
tion—the question of how to make rates so that the 
weak roads may live without the strong ones wax- 
ing too fat, and so that the strong ones may not 


accumulate too much fat without causing the weak 
ones to waste away entirely. But we are not im- 


pressed by the plan. It savors too much of pater- 
nalism. It is a compromise with government own- 
ership. Of course, what we are all seeking is a solu- 
tion, and we ought not to be averse to a real solu- 
tion because of any preconceived theories of political 
economy we may entertain. If government owner- 
ship, for instance, would best solve the problem, 
then we ought to embrace government ownership, 


however much we may have condemned it as 
a theory. For our part, we have not objected to 
government ownership merely as a disagreeable 


theory, but because we believe it would not and 
could not accomplish the desired results. We feel 
the same way about this compromise plan for the 
government to guarantee a certain return to the 
The result would be, we believe, at least 
to a large extent, the same as we should expect 
from government ownership. It would undoubtedly 
result in decreased efficiency and a lowering in 
initiative and enterprise—the things which make 
private ownership and operation the thing to be 
desired. We have no use for even government reg- 
ulation-except as a check on the greed of private in- 
terests. Regulation is for the protection of the 
public in its rights to use and benefit by the things 
provided for it by private capital. It is true that 
the government might, under the Constitution, 
choose to carry on the transportation business as 
it carries on the business of carrying the mails, but 
it has not so chosen and will not, we hope, so 
choose. The policy of this country thus far has 
been that private enterprise shall conduct the trans- 





876 


portation business, and that policy, we think, has 
been wise. Until it is changed, the function of reg- 
ulation is just what we have said—to protect the 
public. 

We are sensible of the fact that the desire to 
protect the public may be carried to such an extent 
as to be unreasonable with respect to the interests 
of those whose capital is invested in public utilities. 
There are many who think this has been the fault 
of the Interstate Commerce Commission—that it 
has been stingy and small rather than big and con- 
structive in its attitude. The criticism may be war- 
ranted to some extent. If so, the situation has come 
about naturally, and now is the time to change. It 
would be well, as we have said, for Congress to de- 
termine just what the facts are in this respect, and 
if it concludes that the railroads have been unduly 
repressed and confined and that the policy of the 
Commission has not been liberal enough or is not 
likely to be liberal enough in the future—should 
the plan of regulation remain as it was before the 
period of war control—then there might be a decla- 
ration by Congress, of which the Commission is 
merely the agent, as to just what policy should be 
pursued. 

The more we think about it the more we are im- 
pressed with the idea that this may be the proper 
solution of the whole matter. We hear large state- 
ments about the new times in which we are living 
and the necessity for revising our ideas and our 
methods of doing things. We fail to see anything 
like revolution in the situation with respect to the 
railroads or anything that would seem to make a 
revolution necessary. Unified operation of the rail- 
roads by the government, because of a real or 
fancied necessity due to the war, may have taught 
us some things. In so far as it has we should adopt 
new methods. But none of the things that might 
be mentioned in this category is extremely radical 
or important. Most of the changes that are pro- 
posed in our scheme of regulating the railroads 
were proposed and discussed before anyone 
dreamed of a war or government operation. The 
only radical economic changes that we have ob- 
served as a result of the war and war conditions 
are the great increases in wages and cost of mate- 
rials and the probable expansion of commerce in 
this country due to expected development of for- 
eign trade. To some extent the one will offset the 
other. To some extent, on the other hand, the 
latter will make necessary the expenditure of money 
that would not otherwise be expended. But both 
are merely business developments to be met by 
business methods. If the railroads, under high 
wages and costs that are common to all business, 
cannot make a living at present rates, then they 
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must be permitted to increase their rates, just a; 
other business men are increasing their prices. 
They must not be allowed to do this to an unwar.ff 
ranted degree—to take advantage of the public 
and the Commission can be trusted to see that they 
do not. We are in better position with respect to 
possible profiteering by the railroads than by most 
other industries, for we have recourse to the Com. 
mission. If your grocer charges you twice a; 
much today as he did yesterday for potatoes or 
tomatoes, you pay it or go without. 


So, why must there be any radical change in the 
method or regulation? Why would not a mere 
declaration of policy by Congress—an instruction, 
so to speak, to the Commission—to the effect that 
railroad conditions are thus and so and rates must 
be adjusted with those conditions in view, be sufi- 
cient without fixing a certain guaranteed return? 
We should think it might. At least, in our opin- 
ion, it would be better than attempting to fix by 
legislation the exact percentage of return that 
should be paid to the carriers. Besides, to fix such 
a guaranteed return is in itself almost an impos- 
sible task. For instance, on what is the percentage 
to be computed? That question, we should say, 
opens quite a range of possibilities—and an an- 
swer to it would hardly seem to be one of those 
possibilities. 

To be sure, leaving it to the good judgment of 
a capable Commission to carry out in a business- 
like way the policy of the country as declared by 
Congress with respect to the revenue of the car- 
riers, does not settle that always perplexing prob- 
lem of how to make rates so that one carrier shall 
not earn too much or another too little—the rates 
being the same for both—but at least we should 
be no worse off than we were before and there is 
no reason furnished by the fact that we have been 
at war or that the war is now over that makes it 
any more necessary than it ever was to settle this 
matter. The Commission has met it in the past 
with reasonable success. It may be that its ideas 
could be improved on. It certainly would be a 
fine thing if a workable and exact method of solu- 
tion could be evolved. But the old plan, without 


‘any improvement, it seems to us is far to be pre- 


ferred to a mathematically exact plan which drags 
government guarantee into the equation. 

We have not meant herein to declare unequiv- 
ocally for any plan we have suggested or to cot- 
demn conclusively anything we have criticised. 
We have been merely thinking aloud on a big 
question which demands the most careful con- 
sideration of all who may have anything to offer. 


Our main purpose is to get before our readers the 
(Continued on page 908) 
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Current Topics 
in Washington 


International Application of the 

Shreveport Principle-—One familiar 

with the history that caused the in- 

sertion of the commerce clause in 

the Constitution and is able to recall 

the series of acts that led to the crea- 

tion and disposal of the Shreveport 

case, might be pardoned if he butted 

into the peace conference with a sug- 

gestion that what Europe needs most 

is a constitution that would create a 

body like the Interstate Commerce 

Commission to hold level the scales 

on rates, rules and regulations to 

govern commerce between states. Italy and Jugoslavia 

seemingly are in need of it. The Adriatic situation seems 

not unlike that which prevailed when New York and New 

Jersey thought the Hudson was something for each to 

caim and fight about. They gave Chief Justice Marshall 

the opportunity to declare the fundamental law that 

neither owns the river to the exclusion of the other, and 

that the two have equal rights to that stream. It was 

on the law as laid down in the line of cases arising by 

reason of that dispute that finally persuaded Texas that 

the way “to get even” with her neighbors, if they op- 

pressed her, was not to make rates that would give the 

Texans an “even break,” thereby creating two wrongs 

where only one had before existed, but to have the dis- 

criminations against Texas removed by the central au- 

thority. Those who appreciate the possibilities of a rate 

war may feel that the commerce clause was the salva- 

tion of the United States, though there are those who 

think that Pelatiah Webster’s idea of a dual allegiance 

deserves the palm because it enabled this country to 

avoid the shoals which wrecked the Dutch republic and 

other ambitious unions of states. An International Com- 

merce Commission, with power to fine the instrumentality 

that did not observe its orders, might be a good sugges- 

tion, though such a body would have to be endowed 

with powers such as intense nationalists have claimed 

ag be necessary to make a successful League of Na- 
ions, 


A Mere Bagatelle of $75,000,000.—While $75,000,000 is 
a respectable sum, as figures went before the war, the 
introduction of such a small sum into the arguments on 
the tentative valuation of the Elgin, Joliet & Eastern 
caused jokes at the expense of W. A. Shaw, the Illinois 
commissioner who estimated that if the federal Com- 
Mission acts on the assumption that earth put into rail- 
road embankments suffers a shrinkage of 10 per cent, 
such acceptance will be equivalent to increasing the 
capitalization of the railroads of the country by that sum, 
Without any real money back of it. That sum is only 
the so-called deficit for two months. It is only a little 
more than one small increase in wages to a small frac- 
tion of the railroad employes. It is less than the unit 
of loans by this country to Great Britain and little, if 
any, larger than a loan to a second-rate member of the 
entente alliance. It is less than 10 per cent of the loss 
that will have to be charged off the merchant ships built 
for war purposes in the year and a half that the Ship- 
png Board was engaged in overcoming the submarine 
Menace. It is less than one-fourth of the cost of the 
Panama Canal, which, in pre-war days, was the stu- 
bendous enterprise to which all Americans could point 
with pride. It is only three times the annual cost of 
the navy before the Spanish War days and less than 
two years’ expenditures on rivers and harbors. It is 
less than the retail price of a million pairs of shoes and 
only about seven times the cost of the capitol. 


Wages of Railroad Employes.—Taken all the way 
found, the American railroad employe on class 1 govern- 
ment controlled roads is probably the best-paid being on 


earth, His pay averages $1,500 a year. That is com- 
Pensation so large that in many parts of the country it 
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is regarded as capable of producing the quintessence of 
human happiness. At the end of 1917 the average was 
$1,004 per annum. Since that time the unit rate of pay, 
on the average, has been increased, in round figures, 48 
per cent. There has also been an increase of 8.5 per 
cent in the number of employes. That is to say, in 
January, 1919, there were 8.5 per cent more employes on 
the pay roll than in December, 1917. The tonnage han- 
dled by them, per capita, was less than in the last month 
of private control. Government control is good—for the 
men on the pay roll. To those who think that govern- 
ment is a necessary evil and that that government is 
best which governs least, the figures quoted may be ex- 
pected to cause painful reflection. Assuming that there 
are 2,000,000 employes on the roads that count for some- 
thing in the transportation problems of the country, and 
that the average of $125 a month or $1,500 per year will 
hold up when all are considered, the annual pay roll is 
$3,000,000,000. Taking pre-war operating revenue as the 
base, that pay roll alone would produce an operating 
ration of 75, which would be too high for an ordinary 
railroad to survive. In other words, the wages alone are 
so great that if the railroads were restored to their 
owners and the rates in effect in December, 1917, were 
also restored, 75 cents out of every dollar taken in would 
go for wages alone. There would be only 25 cents for 
interest, dividends and supplies. The railroads could not 
be operated under such conditions for more than a 
month. Then every one, practically speaking, would be 
bankrupt. A few of them would be able to survive bank- 
ruptey for two months if restored at the present wages 
and rates. Any reduction in rates, unless followed by 
a big increase in tonnage, would tend to break down the 
transportation machine more completely than it is now 
when it is held up by the prospect of relief from the 
federal treasury. 


Plans for Legislation—A report from Paris that Presi- 
dent Wilson is contemplating a call for Congress to meet 
in extraordinary session May 12 excited some interest 
among those who have been dabbling with proposals con- 
cerning the disposition of the so-called railroad problem. 
But time is not the essence in this matter. Those who 
worked on the matter last winter have continued their 
tasks since then. The adjournment of Congress made no 
difference in their plans. All knew there would be no 
legislation at that session. They were fabricating mate- 
rial that could not possibly be used before an extra ses- 
sion. Whether that begins May 12, or June 12, or not 
until September 12, the hope of all such workers is that 
there may be a conclusion before the end of the year so 
the railroad property may be returned to its owners in 
time to have them begin operating it again by January 
1, 1920. At this time it looks as if the Commission idea 
as to what should be done would be incorporated in a 
revised Esch-Pomerene bill. Senator Cummins will have 
a bill of his own. Senator Watson will reintroduce his 
modified Warfield plan measure, which is regarded as the 
alternative of the railroad executives. It is not satis- 
factory to the advocates of the Warfield plan, but if the 
idea of a government guarantee is ever accepted, which 
at this time seems doubtful, it may be used as a founda- 
tion. The United States Chamber of Commerce is con- 
structing a proposal that may be embodied in a bill. The 
division now deemed most probable is between those who 
think the government should guarantee something defi- 
nite and those who think the constitution guarantee 
against confiscation is enough, because that is all any 
investor can have in a contest between himself and his 
government. The Esch-Pomerene bill proceeds on the 
assumption that if the Commission is authorized to or- 
dain the division of joint through rates, to require short- 
hauling in times of congestion, and unified operation of 
terminals in times of stress, the problem of the road 
serving thin traffic density communities will be solved, 
without guarantee. It is suspected that the prosperous 
roads, whose projectors happened to build them across 
coal and iron ore beds, will object to giving the Com- 
mission such powers, but the tendency is perhaps to say 
that no community shall have all the benefits arising 
from its proximity to natural resources, and that if that 
is good logic, then no railroad company shall earn more 
than a reasonable amount on the investment of its stock- 
holders while other communities are made to suffer be- 


878 


cause the benefits from the natural resources are spread 
so thickly in some parts of the country and to some pub- 
lic utilities, while other parts of the country, with their 
public utilities, receive so little. Objections of similar 
import were offered to any regulation of rates when the 
act to regulate commerce was passed, but they did not 
prevent legislation. Those who objected may not be 
making as much as they would have been making now 
if there had been no restrictions, but they are receiving 
larger returns on their investment now than when they 
made the objections. That, it is suggested, will be the 
nature of the answer to such arguments offered in op- 
position to the proposal that the Commission shall have 
the power to prescribe divisions, and, in time of stress and 
congestion, to require the choked road to short-haul itself 
and also to allow the use of parts of its terminals for 
the facilitation of commerce, through the agency of less 
crowded competitors. A. E. H. 


FRUIT GROWERS’ EXPRESS CITED 


The Trafic World Washington Bureau. 


The Federal Trade Commission has cited the Fruit Grow- 
ers’ Express to show why it should not be ordered to cease 
inserting what the Trade Commission thinks is a tying 
clause in its contracts to furnish refrigerator cars for 
transportation of fruits and vegetables. 

So far as the Interstate Commerce Commission knows, 
no railroad has refused to haul a refrigerator car tendered 
by a shipper. 

The Federal Trade Commission’s announcement con- 
cerning the complaint it has filed follows: 

“The Fruit Growers’ Express, Chicago, engaged in leas- 
ing to railroad companies refrigerator cars for the inter- 
state transportation of fresh fruits and vegetables, has been 
cited by the Federal Trade Commission on charges of 
making exclusive clause tying contracts with railroads with 
the intent and purpose of creating a monopoly in the in- 
terstate transportation of fresh fruits and vegetables under 
refrigeration. 

“The complaint states the Commission has reason to be- 
lieve complete monopoly already has been established over 
the following lines: Atlantic Coast Line, Seaboard Air 
Line, Florida East Coast, Charlotte Harbor & Northern, 
Aberdeen & Rockfish, Baltimore, Chesapeake & Atlantic, 
and New York, Philadelphia & Norfolk. 

“The effect of the following clause in the contracts en- 
tered into between the Fruit Growers’ Express and railroad 
companies, the complaint sets forth, has been to prevent 
other car lines from competing and to prevent shippers 
who own their own cars from using them over the lines of 
the named railroads: 

“‘The railroad shall use the car line’s equipment ex- 
clusively in the movement of fruits and vegetables under 
refrigeration in carloads from points on the lines of railway 
owned or operated by the railroad during the life of this 
contract.’ 

“The company was cited to make answer before the Com- 
mission in Washington, June 4.” 

The complaint raises the old question as to whether the 
anti-trust statutes apply or should be applied to transpor- 
tation, inasmuch as everything common carriers do in the 
way of furnishing or not furnishing equipment is subject 
to the scrutiny of the Interstate Commerce Commission. 
A refusal to haul a refrigerator car, such as is implied in 
the announcement of the Federal Trade Commission, would 
subject the offending carrier to the penalties of the act to 
regulate commerce, which are heavier than any that could 
be imposed under the federal trade law. 


SMELTING COMPANIES COMPLAIN 


The Trafic World Washington Bureau. 


Attorneys for the, American Smelting and Refining Com- 
pany and ten other smelting and refining companies have 
prepared for filing with the Interstate Commerce Com- 
mission a complaint against Director-General Hines, the 
Ann Arbor Railroad Coompany et al., attacking freight 
tariffs on smelter and refinery products from producing 
points in the west to refinery points in the east. Arthur 
B. Hayes is counsel, and F. R. Raiff, attorney in fact, for 
the complainants. 

It is set forth that while General Order No. 28, issued 
by the Railroad Administration and effective June 25, 1918, 
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provided for an average increase of approximately 25 per 
cent in freight rates generally, under exceptions made jp 
the order and the construction put on the order by the 
defendant companies, the average advance on all move. 
ments of the petitioners’ smelter products has been ang 
is approximately 70 per cent of the rates previously jp 
effect. 

Prayer is made in the complaint for reparation and ap 
order requiring the defendants to cease and desist from 
imposing the rates alleged to be unjust and unreasonable 
and to order into effect rates which shall be just and 
reasonable. 


REPORT ON TRANSPORTATION 


The Trafic World Washington Bureau, 


A report on business conditions, prepared by Archer 
Wall Douglas of St. Louis for the Chamber of Commerce 
of the United States, and given out by the Chamber at 
Washington April 24, gives an encouraging view of con- 
ditions in general, but not a rosy outlook so far as the 
present conditions of the railroads are concerned. On 
the question of transportation the report says: 

“The railroads are in a serious condition. Their net 
earnings are constantly’ less than their revenues. This 
condition seems chronic and is due largely to the increase 
in salaries and wages which is not offset by heavy in- 
creases in freight and passenger charges. To return the 
roads to their stockholders in their present condition would 
mean bankruptcy to the entire system. There must first 
be a thorough readjustment between expenses and rev- 
enues. Meanwhile, the roads must naturally experience a 
decline in their volume of business, ‘at least for a time, be- 
cause of the withdrawal of government transportation 
created by the war and the present smaller volume of do- 
mestic business. 

“The end of the war naturally lessened shipbuilding 
activity, but it was almost entirely confined to wooden 
ships. The building of steel ships goes on unabated. The 
number of employes is about the same as six months ago, 
twice aS many as a year ago. Deliveries of steel are 
heavy.” 


GENERAL ORDER CANCELED 


The Trafic World Washington Bureau. 


The Director-General has issued an order canceling 
General Order No. 43, forbidding the execution of writs of 
attachment against moneys of railroads in the hands of the 
government. The cancellation is to be effective May 15. 
The Supreme Court of Tennessee recently held that rail- 
road money in the possession of the government was not 
subject to attachment or garnishment, regardless of G. 0. 
No. 43. In view of this and other decisions, Mr. Hines 
thought it wise to leave the question to be determined by 
law uncomplicated by any order of his. The press notice 
on the subject says the cancelation of the order leaves the 
questions of attachment and garnishment to be settled by 
the statutes of Congress and the various states. 


MICHIGAN PERCENTAGE CASES 


The Trafic World Washington Burcau. 


The Railroad Administration has asked for a reopening 
of the Michigan percentage cases, Docket No. 7294. Com 
plaints by South Bend, Elkhart and other Indiana points 
claiming undue discrimination are given as the reason for 
the petition for reopening. The Railroad Administration 
claims that a series of complaints from Indiana points 15 
pending and that should there be a decision in the South 
Bend case the revenues of the government would be ser 
ously impaired. : 

Reopening is also asked with a view to preventing 4 
multiplicity of suits. 

The petition asks for a hearing coincident with the heat 
ing on the South Bend complaint, Docket 10114. 


COMMISSION ORDER 
The Commission has postponed the effective date of its 
order in No. 10012, National Poultry, Butter & Egg Asse 
ciation et al. against the New York Central Railroad ¢ 
al., from May 1 to June 1, 1919. 
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Decisions of Interstate Commerce Commission 


RATES ON LUMBER 


An order of dismissal has been made in No. 10028, Bright- 
Brooks Lumber Co. vs. Hampton & Branchville Railroad 
& Lumber Co. et al., Opinion No. 5671, 52 I. C. C., 545-7, 
the Commission holding that the rates on lumber from 
Miley, S. C., to Norfolk, Va., and North Philadelphia and 
Chester, Pa., had not been shown to be unreasonable. A 
further holding was that the complainant had not been 
shown to have been damaged by the alleged undue dis- 
crimination. The Commission said that if there was any 
yndue prejudice at any time it had been removed by the 
action of the carriers subsequent to the filing of the com- 
plaint. 


NO REPARATION DUE 


The Commission has dismissed No. 8365, Coffeyville 
Mercantile Company et al. vs. A. T. & S. F. et al., Opinion 
No. 5655, 52 I. C. C., 497-8, holding that no reparation is 
due on shipments of class and commodity freight from St. 
Louis and other points to Coffeyville in Kansas, by reason 
of the Commission’s decision in the complaint of the same 
organization against the same railroad reported in 33 I. 
¢. C., 122, and 34 I. C. C., 231. The Commission, in the 
prior case, ordered a general readjustment of rates and 
then on this supplemental complaint applied the principles 
enunciated in Anadarko Cotton Oil Co. vs. A. T. & S. FP. 
Ry. Co., 20 I. C. C., 43. 


RATE ON IRON ORE 


The rate on iron ore from Barkwood, Ga., to Middles- 
brough, Ky., is condemned as unreasonable in the Com- 
nission’s report on No. 10258, Anson G. Betts vs. Director 
General of Railroads et al., Opinion No. 5662, 52 I. C. C., 
519-20. The railroads on or before July 10 are to establish 
arate from Barkwood to Middlesborough not in excess 
of the one contemporaneously in effect on like traffic from 
White Path and Ellijay, Ga., to Middlesborough. In addi- 
tion, reparation is to be made on a carload of iron ore 
transported in August, 1917. 


IRON AND STEEL ARTICLES 


The Commission has dismissed the original and supple- 
mental complaint No. 9900, San Antonio Freight Bureau 
vs. International & Great Northern et al., Opinion No. 5662, 
21. C. C., 521-3, holding that the rates on iron and steel 
articles from Laredo to San Antonio, Texas, originating at 
Monterey, Mexico, had not been shown to be unreasonable 
or unjustly discriminatory. 


RATES ON ACID PHOSPHATE 


An award of reparation has been made in No. 10294, 
American Agricultural Chemical Co. vs. Central of New 
Jersey et al., opinion No. 5673, 52 I. C. C., 550-1, on ac- 
count of unreasonable rates on acid phosphate from Car- 


leret, N. J., to Philadelphia. Rates of $2 and $2.30 per 
het ton were applied. The defendants admitted that their 
lariffs were ambiguous and on Oct. 24, 1917, after tha 
shipments had moved, they were amended so as to provide 
specifically a commodity rate of $1.58. The Commission 
found that that would have been the reasonable rate ani 
ordered reparation down to that basis. 


RATES ON PRINT PAPER 


An award of reparation has been made by the Com- 
lission in No. 9980, International Paper Co. vs. Lake Eriv 
« Western Railroad Co. et al., opinion No. 5660, 52 I. C. C., 
M46. It finds that rates on news print paper, in carloads, 
fom Niagara Falls, N. Y., to Little Rock and Fort Smitb, 
‘rk, were unreasonable over certain routes, but not over 
le Lehigh Valley Railroad as initial carrier, and that an 
Mreased rate, effective Jan. 29, 1915, from Niagara Falls 












to Fort Smith, was justified. The Lehigh Valley was not 
a party to the 41 and 48 cent rates. 

The paper company alleged that rates charged on 5)) 
carloads of news print paper, shipped between Oct. 22, 
1914, and Dec. 7, 1915, inclusive, from Niagara Falls, 46 
to Little Rock and 13 to Fort Smith, were unjust and 
unreasonable to the extent that they exceeded 41 and -48 
cents per hundred pounds, respectively. The Commission 
found that, except in connection with the Lehigh Valley, 
the rates applicable via all gateways and junctions were, 
prior to Oct. 18, 1914, 41 cents to Little Rock and 48 
cents to Fort Smith; from that date to Jan. 17, 1915, in- 
clusive, 47 cents to Little Rock and 54 cents to Fort 
Smith; from Jan. 18 to 28, 1915, inclusive, 48.1 cents to 
Little Rock and 55.1 cents to Fort Smith; and from Jan. 
29, 1915, to April 25, 1916, inclusive, 41 cents to Little 
Rock and 49.1 cents to Fort Smith. The rates were in- 
creased June 25, 1918, under General Order No. 28 to 51.4 
and 61.5 cents, respectively. 


COTTONSEED HULL SHAVINGS 


The Commission has awarded reparation in No. 9982, 
E. I. Du Pont De Nemours & Co. vs. P. C. C. & St. L. 
et al., opinion No. 5667, 52 I. C. C., 533-7, on account of 
an unreasonable rate prior to July 1, 1916, on cottonseeil 
hull shavings from East St. Louis to Hopewell, Va. The 
Commission found that rates higher than those applicable 
on cotton linters were unreasonable to the extent of the 
excess and awarded reparation down to the basis of the 
subsequently established rate of 30.6 cents. 


RATES ON PETROLATUM 


The Commission has issued a modification of its order 
in No. 9838, Standard Oil Co. (California) vs. Atchison, 
Topeka & Santa Fe Railway Co. et al., opinion No. 5665, 
52 I. C. C., 525-6, relative to legally applicable rates on 
liquid petrolatum, carloads, from Richmond, Calif., to 
Portland, Ore., and various points in defined territories. 
The complainant asked for relief from the payment of: 
additional charges on 30 carloads moving between Sept. 
25, 1915, and Aug. 29, 1916. 

In its original order the Commission found that the 
second class rate of 47 cents per hundred pounds was 
legally applicable on the shipments to Portland and that. 
on the remainder the following combination rates were 
legally applicable: $1.55 per hundred pounds on the ship: 
ments that moved over the Atchison, Topeka & Santa’ Fe 
and $1.56 per hundred pounds, respectively, on shipments 
that moved over the Southern Pacific prior and subsequent 
to Aug. 15, 1916. 

In the modified order the Commission finds the second 
class rate of 47 cents legally applicable and that on such 
of the other shipments as moved east from Richmond the 
following combinations were legally applicable: $1.525 per 
hundred pounds prior to Aug. 15, 1916, and $1.55 per hun: 
dred pounds thereafter. 


RATES ON WIRE BRAID 


CASE NO. 10000 (52 I. C. C., 499-502) 


SAVAGE TIRE COMPANY VS. ATCHISON, TOPEKA & 
SANTA FE RAILWAY COMPANY ET AL. 


Submitted Oct. 29, 1918. Opinion No. 5656. 

Rates on flat wire braid, in carloads and less than carioads, 
from Niles, Mich., to San Diego, Cal., and on less than car- 
Joads of the same commodity from Weehawken, N. J., to 
San Diego found to have been and to be unreasonable to 
the extent that they exceeded or may exceed the con- 
temporaneously applicable fourth-class rate, carloads, and 
the first-class rate, less than carloads, from Niles to San 
Diego, and the first-class rate, less than carloads, from 
Weehawken to San Diego. Measure of reasonable maximum 
rates prescribed and reparation awarded. 


BY DIVISION 3: 

The complainant, a corporation engaged in the manufac- 
ture of rubber tires at San Diego, Cal., alleges, by com- 
plaint filed October 22, 1917, that the rates charged by the 
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defendant carriers on certain carload and less-than-carload 
shipments of ‘“‘wire” from Niles, Mich., and Weehawken, N. 
J., to San Diego, which moved within two years prior to the 
filing of the complaint, were unreasonable and unduly 
prejudicial. Reparation and the establishment of reason- 
able rates are asked. By supplemental complaint filed after 
the hearing the Director-General of Railroads was made a 
party defendant, and the complainant consented to the in- 
crease as provided in General Order No. 28 of the rates 
for the future prayed in its original complaint. The Direc- 
tor-General answered, but no further hearing was asked or 
had. Rates are stated in amounts per 100 pounds. 

The shipments consisted of lightweight, flat, steel wire 
braid three-eighths inch in width made up of 21 strands 
of small wire. The braid is used in the manufacture of 
automobile tires and was shipped in reels of about 1,000 
feet weighing about 400 pounds. Specific reference was 
made to five carload and eight less-than-carload shipments. 
Charges were collected on two of the carload and five of 
the less-than-carload shipments from Niles at the double 
first-class rate of $7, and on two less-than-carload ship- 
ments and on the three remaining carload shipments from 
the same point at the first-class rate of $3.50 and the fourth- 
class rate of $2.15, respectively; and on a less-than-carload 
shipment from Weehawken at the double first-class rate 
of $7.40. Prior to September 1, 1916, the following ratings 
were applicable on carload and less-than-carload _ ship- 
ments: Double first class on wire work, not otherwise in- 
dexed by name, in packages or loose, and first class on 
wire goods, not otherwise indexed by name, flat or nested, 
in barrels or boxes. On and after that date both wire 
goods and wire work, in carloads or less than carloads, not 
otherwise indexed by name, flat, folded flat or nested, in 
bundles, were rated double first class, and in barrels, boxes, 
or crates, first class. The carload shipments on which the 
fourth-class rate was charged moved after January 25, 1917. 
On that date ratings of first-class were established on “wire 
braid, iron or steel, on reels,” in less than carloads, and 
fourth class, minimum 36,000 pounds, in carloads. These 
ratings are still in effect. 

The complainant contends that the rates on wire rope or 
cable were legally applicable to its shipments. Between 
July 15, 1915, and December 30, 1916, a carload rate of 75 
cents, minimum 50,000 pounds, applied from and to the 
points in question on iron, steel, or copper wire, rope or 
cable, not insulated. On the last-named date this rate was 
increased to 85 cents, minimum 50,000 pounds, and on 
March 15, 1918, to 95 cents, same minimum, from Niles and 
$1.10, same minimum, from Weehawken. A _ fourth-class 
rate of $2.15 applied during the period of movement on 
wire rope, iron or steel, in less than carloads, from Niles to 
San Diego and $2.25 from Weehawken to the same des- 
tination. 

The complainant introduced photographs of what ap- 
pears to be a flat copper rope or cable, three-eighths of an 
inch in width, made up of braids of 180 fine copper wires of 
36 strands of five wires each; also of a flat copper wire 
rope or cable, about one-fourth of an inch wide, made up 
of braids of 100 fine copper wires of 20 strands of five 
wires each. These articles are said to be regularly shipped 
by a certain manufacturer at the commodity rate on cop- 
per cable. A catalogue of another wire manufacturer de- 
scribes a certain series of twisted wires bound together by 
soft Swedish iron or steel wire as “flat rope.” The small- 
est size listed in the catalogue is one-fourth of an inch thick 
and one and one-half inches wide. It is notable that the 
consignor of most of the shipments advertised itself, among 
other things, as a manufacturer of “wire braids.” 


We find that the shipments consisted of wire braid and 
could not properly have been described as wire rope or 
cable; that the rating legally applicable on that commodity, 
in carloads or in less than carloads, prior to January 235, 
1917, was double first class, and that the shipments mov- 
ing prior to January 25, 1917, on which less than the double 
first-class rate was charged, were undercharged. The 
legal rates were applied on the subsequent shipments. 


The complainant further contends that it was unreason- 
able to charge higher rates on wire braid than on wire rope 
and cable. It was testified on its behalf that wire braid 
may be loaded as heavily as iron, steel, or copper wire or 
cable; that it is not any more susceptible to damage; that 
the fact that it is braided is no basis for the higher rate 
inasmuch as identical commodity rates apply on copper 
wire, copper rope and copper cable, and that it is not as 
valuable as certain kinds of cable which take lower rates. 
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The rate sought also applies on barb wire. But braide 
wire is considerably heavier than barb wire and its valy 
was and is somewhat: higher. 

The double first-class rate of $7 from Niles to San Diego 
about 2,400 miles, yielded 58.3 mills per ton-mile and, base; 
on 40,000 pounds, the average weight of the shipments 
$2,800 per car, and about $1.17 per car-mile. The fourth. 
class rate of $2.15 from Niles to San Diego yielded $94 
per car of 40,000 pounds, about 35.8 cents per car mile, ang 
17.9 mills per ton mile; the commodity rate of 75 cents op 
iron, steel or copper wire rope or cable from and to the 
last-named points yields $375 per car of 50,000 pounds, 
about 15.6 cents per car mile, and 6.25 mills per ton mile, 
while the 85-cent rate subsequently established on the last. 
named commodities yielded $425 per car of 50,000 pounds, 
about 17.7 cents per car mile and 7.08 mills per ton miie. 

When the shipments moved commodity rates were also 
maintained from and to the points in question on iron or 
steel wire cloth or netting, n. 0. s., less than carload, rang. 
ing from $1.50 to $1.75. The rate on braided wire was and 
is the same as applied on manufactured wire articles, n. 0, 
i. b. n., and the complainant contends that if wire cloth or 
netting was and is entitled to low commodity rates, braided 
wire of the character shipped. should not take a higher 
rate; also that if defendants should increase the rate on 
cable to fourth-class the same as now applies on braided 
wire in carloads, there would be no objection to the ap 
plication of the fourth-class rate on braided wire, but that 
so long as the defendants apply a lower commodity rate on 
cable, braided wire should take the same rate. 

For the defendants it was stated that the articles cited 
by way of comparison move in large volume; that the 
comparatively small movement of wire braid did not justify 
the application of a commodity rate thereon; and that the 
commodity rates cited on wire rope and cable were de- 
pressed by actual water competition. A witness for the 
defendant Atchison, Topeka & Santa Fe Railway admitted 
that the double first-class rates on the shipments were un- 
reasonable. 

The record fails to show any specific competition with 
manufacturers who use wire rope, wire cable, or any of 
the articles cited in comparison, and no substantial evi- 
dence was introduced to support the contention of undue 
prejudice. 

We find that the rates legally applicable were and that 
the present rates are, and for the future will be, unreason- 
able to the extent that they exceeded or may exceed the 
contmporanously applicable fourth-class rate, carloads, and 
the first-class rate, less than carloads, from Niles to San 
Diego, and the first-class rate, less than carloads, from 
Weehawken to San Diego. We further find that the com- 
plainant made the shipments as described and paid and 
bore the charges thereon; that it has been damaged to 
the extent of the difference between the charges paid and 
those that would have accrued at the rates herein found 
reasonable; and that it is entitled to reparation, with in- 
terest. The exact amount of reparation due cannot be de- 
termined on this record and the complainant should pre- 
pare a statement showing the details of the shipments in 
accordance with rule V of the Rules of Practice, also speci- 
fying the dates on which the charges were paid, which 
statement should be submitted to the defendants for verifi- 
cation. Upon receipt of a statement so prepared and veri- 
fied we will consider the entry of an order awarding repara- 
tion. 

An appropriate order will be entered. 


RATES ON SULPHUR 


The Commission has awarded reparation in No. 9277, 
E. I. Du Pont De Nemours Powder Co. vs. Houston & 
Brazos Valley Railway Co. et al., opinion No. 5668, 52 
I. C. C., 538-40, finding that rates on sulphur, in carloads, 
from Bryan Mound, Tex., to Connable, Ala., were unrea- 


sonable. This is on rehearing, the original report having 
been made in 47 I. C. C., 221, in which it was found that 
a combination rate of 51 cents per hundred pounds, plus 
$2 per car, charged on ten carloads of sulphur, shippe 
from Bryan Mound, Tex., to Connable, Ala., between June 
3, 1914, and July 24, 1915, was not shown to have been 
unreasonable. 

The rate of 51 cents was composed of a commodity rate 
of 15 cents from Bryan Mound to New Orleans, thence 
the sixth class rate of 36 cents per hundred pounds, 80V- 
erned by the Southern Classification, to Boyles, Ala., and 
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$2 per car beyond. This rate applied in connection with 
the Gulf Coast Lines east of Houston, Tex., to New Orleans 
and L. & N. from New Orleans to Connable. The record, 
as made up to that time, indicated that all the shipments 
moved over that route. On rehearing it appeared that 
oly five shipments moved over that route and that the 
others moved under orders from the -complainant, over 
the Houston & Brazos Valley to Houston, Southern Pa- 
cific to New Orleans, and L. & N. beyond. Over that 
route the class C rate of 43 cents, governed by Western 
Classification, applied from Bryan Mound to New Orleans, 
resulting in a combination of 79 cents, plus $2 per car. 
After the movements a rate of 29.25 cents, plus $2 per 
car, was established. 

The rates from Sulphur Mines and the subsequently 
established rates from Bryan Mound to Connable were 
and are lower than to the intermediate points. The rates 
fom Bryan Mound to Connable were protected by fourth 
section applications. Hearing was had on the applications 
in connection with this complaint, but no justification for 
higher rates at intermediate points was offered. 
Therefore the Commission, in fourth section order No. 
7386, based on application Nos. 488, filed by Morgan’s L. 
& T, R. R. and S. S. Co., and 1952, filed by the L. & N., 
denied fourth section relief. Intermediate rates must be 
brought into conformity with the long-and-short-haul clause 
on or before July 1. 

Reparation is to be ‘made down to the basis of the 
subsequently established rate of 29.25 cents, plus $2 per 
car, on all the shipments. 


RATES ON PAVING JOINTS 


An award of reparation has been made by the Commis- 
sion in No. 9970, Philip Carey Co. vs. Alabama Great 
Southern et al., opinion No. 5649, 52 I. C. C., 484-6, on 
account of unreasonable rates on asphaltic paving joints, 
fom Lockland, O., to various Pacific coast destinations. 
The unreasonableness, admitted by the transcontinental 
carriers, consisted of the fact that the rates were higher 
than those applicable to prepared roofing papers, to which 
expansion blocks, consisting of asphalt between sheets of 
paper, are akin. Reparation is to be down to the basis 
of rates on prepared roofing paper. 


REPARATION ON LUMBER 


Reparation has been ordered in No. 10182, Tweed Lum- 
ber Co. vs. Southern Railway et al., opinion No. 5653, 52 
1. C. C., 493-4, on three overcharged shipments of lumber 
from Westville, S. C., to Bath Beach, N. Y. The Commis- 
sion was unable to find the rate of 26.5 cents to be the 
reasonable rate to apply on the shipments instead of the 
%8-cent rate that was exacted, as claimed by the complain- 
ants. The 26.5 rate would have been the one applicable 
had the carriers decided that Westville and Bath Beach 
were entitled to be considered as water-competitive points. 
No testimony was submitted to show that the 28-cent 
tate, legally applicable, was unreasonable. All the Com- 
mission could find was that three of the shipments ha 
been overcharged. ‘ 


RATES ON FLOUR 


In No. 10044, Nashville Roller Mills va. C., R. I. & P. 
etal, opinion No. 5652, 52 I. C. C., 491-2, the Commission 
held that combination rates of 73 and 75 cents applied 
on flour from Corvallis and Silverton, Ore., to Nashville, 
Tenn., via Memphis. The Southern Pacific contended that 
a4note in the tariff excluded it from participation in the 
combination as an originating line. The Commission held 
that the tariff made that carrier a participant both as an 
ginating and an intermediate carrier. As to a shipment 
ftom Portland, Ore., at a rate of 73 cents, the Commission 
made no finding, because none of those concerned in the 
‘omplaint could say where the flour originated. If it 
riginated at Portland, there was an overcharge of eight 
tents. Somebody, in making out the billing, assumed that 
t originated at either Corvallis or Silverton, wherefore 
the Silverton rate was applied. 
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RATE ON SULPHURIC ACID 


An order of reparation has been made by the Commis- 
sion in Docket No. 10239, Altna Explosives Co. vs. New 
Orleans & Northeastern et al., opinion No. 5658, 52 I. C. C., 
505-6, on a holding that the rate on sulphuric acid of 
$9.10 per net ton was unreasonable to the extent that it 
exceeded a subsequently established rate of $7.30 per net 


ton. 
REPARATION AWARDED 


The Commission has made an award of reparation in 
Decket No. 9828, Alkire-Smith Auto Co. et al. vs. Atchi- 
son, Topeka & Santa Fe Railway Co. et al., opinion No. 
5659, 52 I. C. C., 507-13, finding unreasonable charges le- 
gally applicable on self-propelling vehicles and parts thereof 
in carloads, from eastern defined territories to Utah com- 
mon points. The unreasonableness consisted in that the 
rates imposed were in excess of those to Winnemucca, 
Idaho, prescribed in Blackman & Griffin Co. vs. A. C. & 
Y., 40 I. C. C., 649. The Winnemucca rate was made the 
measure to destinations intermediate between the Nevada- 
Utah state line and Utah common points. 


INCREASED SWITCHING CHARGE 


Although the defendant did not specifically and defi- 
nitely show the cost of the service, the Commission has 
held as justified an increase in the charge for switching 
interstate shipments at Waukesha, Wis., challenged in No. 
10111, Waukesha Lime & Stone Co. vs. Chicago, Milwau- 
kee & St. Paul, opinion No. 5657, 52 I. C. C., 503-4. The 
complaint has therefore been dismissed. The increase 
was from a flat per car charge running from $4 to $6 
per car to 1 cent per hundred pounds, 60,000 pounds mini- 
mum, for the service of switching stone, fuel wood, and 
other commodities between the complainant’s plant and 
defendant’s connection with the Chicago & Northwestern, 
a distance of 3.09 miles. Prior to Aug. 1, 1915, there was 
no direct connection at Waukesha between the tracks of 
the Milwaukee and the Northwestern, so the Soo line 
had to be used as an intermediate carrier. On stone and 
fuel the charge was $2 per car by all the carriers. On 
other commodities the Milwaukee’s charge was $4, so that 
the total charge was $6. When direct connection was 
established between the Milwaukee and the Northwestern 
the intermediate service of the Soo line was discontinued. 
From Aug. 1, 1915, to Sept. 1, 1916, the charge for this 
service was $2 per car on stone and fuel wood and $4 
on other commodities, regardless of weight, and applied 
on interstate and intrastate movements. The one-cent per 
hundred pounds rate was established Sept. 15, 1916. The 
carrier justified the charge by referring to a number of 
cases in which the Commission had approved switching 
charges as high as two cents per hundred pounds for 
shorter distances, and the fact that the tendency is toward 
per weight rather than per car in the stating of charges. 
The report says that, while in response to the complain- 
ant’s challenge the defendant did not show definitely the 
cost of the particular service, nevertheless, in the light 
of circumstances and conditions disclosed and the well- 
known fact of large increases in cost throughout the whole 
country, the Commission was of the opinion and found 
that the increased charge had been justified. 


CHARGES ON CLAY 


An award of reparation has heen made in No. 19200, 
Refinite Company vs. Chicago.& North Western Railway 
Co., opinion No. 5672, 52 I. C. C., 548-9, the Commission 
finding that charges on carload shipments of crude clay 
in bulk from Buffalo Gap, S. D., to Des Moines, Ia., were 
unreasonable. Charges on eight carloads of crude clay 
were collected at the applicable class E rate of 29 cents, 
minimum 40,000 pounds, governed by the Western Classi- 
fication. The complainant contended that the rate charged 
was unreasonable to the extent that it exceeded 16.2 cents, 
the aggregate of the intermediate rates from Evans Quarry 
to Des Moines, based on Blair. The Commission found 
that the charges collected were unreasonable to the extent 
that they exceeded those that would have accrued at the 
aggregate of the intermediate rates and applicable minima 
to and from Blair contemporaneously in effect from Evans 
Quarry to Des Moines, 
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RATES ON COTTON 


In No. 9946, W. D. Haas & Co. vs. Texas & Paeific et 
al., opinion No. 5666, 52 I. C. C., 527-32, the Commission 
has entered an order of dismissal, finding that rates on 
cotton from points in Louisiana on defendants’ Eunice 
branch to New Orleans, La., for export or interstate move- 
ment, were not unreasonable or unduly prejudicial. The 
complainants alleged that the rates in question were un- 
duly prejudicial to them to the undue preference of buy- 
ers and shippers at Opelousas, La., and that they were 
not the rates approved and found reasonable in Louisiana 
Cotton (46 I. C. C., 451). The Commission held erroneous 
the position of complainants that in the Louisiana cotton 
case the Commission had justified a rate of 40 cents from 
Eunice branch points to New Orleans on cotton com- 
pressed in transit, and that therefore rates in excess 
thereof were in contravention of the findings of the Com- 
mission. The complainants further contended that the 
rates assailed were intrinsically unreasonable and were 
unjustly discriminatory in favor of Opelousas to the ex- 
tent of 5 cents per 100 pounds; that a rate from Eunice 
branch points on cotton compressed in transit 10 cents 
over the compressed-cotton rate from Opelousas would 
place the branch-line points on an equality with Opelousas 
and that unless rates were so equalized cotton from the 
producing territory above referred to will be attracted to 
Opelousas. This position the Commission held erroneous, 
holding that as between Eunice branch points and Ope- 
lousas the adjustment approved contemplated a spread of 
5 cents over Opelousas. 

“The general adjustment of rates from points on the 
defendants’ line to New Orleans was found justified in the 
Louisiana cotton case,” the Commission says. “The rates 
from Eunice branch points complained of were the rates 
proposed and found justified in that proceeding, and in 
our opinion they were and are not inconsistent with the 
general adjustment. Due to its closer proximity to New 
Orleans, Opelousas is entitled to a somewhat lower rate 
than are the Eunice branch points.” 


RATE ON CEMENT 


The Commission has condemned as unreasonable the rate 
on portland cement from Richard City, Tenn., to Jennings, 
La., in No. 10165, Dixie Portland Cement Co. vs. Nashville, 
Chattanooga & St. Louis et al., and parts of fourth section 
application Nos. 458, 488, 542 and 601, opinion No. 5661, 52 
I. Cc. C. 517-18. The unreasonableness consists of an ex- 
cess over the group rate in the Crowley-Opelousas-Cheney- 
ville group. The rate was also in violation of the fourth 
section. It is the order of the Commission that on or be- 
fore July 10, a rate not in excess of the group rate be estab- 
lished to Jennings and that reparation be made. In fourth 
section order 7385, the Commission denied fourth section 
relief, effective July 10, on cement from Richard City to 


Jennings. 


CHARGES ON POTATOES 


An order of dismissal has been entered in No. 10207, 
Gamble-Robinson Company vs. Chicago, St. Paul, Minneapo- 
lis & Omaha et al., opinion No. 5664, 52 I. C. C. 523-4. It 
was held that charges on a carload of potatoes from Du- 


luth Minneapolis, reshipped to Centralia, Ill., had not 


been shown to be unreasonable. 


RATE ON LUMBER 


An order of reparation hag been made in No. 10154, Pine- 
Plume Lumber Company vs. Alcolu Railroad Company et 
al., opinion No. 5669, 52 I. C. C. 541-2, on account of a mis- 
routed carload of lumber from Gamble, S. C., to East Nor- 
wood, Ohio, via Potomac Yard. The Commission held that 
the rate, at the time of the shipment, was not unreason- 
able. As to rates effective since June 1, 1918, and June 25, 
1918, the Commission made no finding. 


CHARGES ON RELAY RAILS 


The Commission has ordered reparation in No. 10157, 
Walter A. Zelnicker Supply Company vs. Louisiana West- 
ern et al., opinion No. 5670, 52 I. C. C. 543-4, on account of 
unreasonable charges on a carload of steel relay rails 
from Gueydan, La., to East St. Louis. A combination rate 
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of 68 cents, composed of the fifth class rate of 47 cents 
from Gueydan to New Orleans and a commodity rate of 2) 
cents from New Orleans to East St. Louis, was imposed, Thy 
complainant contended that the rate should have been made 
up of a state rate of 12.5 cents, and the 21-cent commodity 
rate. The Commission, however, found a rate of 16.5 cents 
for interstate application, from Gueydan to New Orleans, 
and said that that was the factor to be applied for the 
movement up to New Orleans, pointing out that while some. 
what higher than that fixed by the Railway Commissio, 
of Louisiana, it does not compare unfavorably with a nun. 
ber of other commodity rates cited by the complainant a; 
applying in that territory. The Yazoo & Mississippi Va. 
ley Railroad was not made a party defendant, but agreed to 
— in the order of the Commission requiring repar. 
ation. 


GRAIN SWITCHING CHARGE 


Attorney-Examiner Pattison has written a tentative re. 
port in No. 10287, Globe Elevator Co. vs. D. L. & W. et al, 
recommending a finding that the practice of the D. L. ¢ 
W., Lehigh Valley and the Buffalo, Rochester & Pittsburgh, 
of refusing to absorb the switching charge of the Erie on 
transit grain and grain products at Buffalo, while absorb. 
ing those of the New York Central and the Buffalo Creek, 
constituted an undue prejudice against the complainant. 
He recommends that reparation be awarded when the 
amount of damage is ascertained. 

The railroads admitted the prejudice and on March 5, 
1918, amended their tariffs so as to absorb $2.60 per car 
on all transit grain and grain products, that being the 
amount of the charge made by the New York Central. The 
Erie charges $3.50 per car. 

According to the report of the attorney-examiner the 
price of feeds produced by the complainant and its com- 
petitors at Buffalo is determined each day by the closing 
price of the grain the day before, plus the manufacturing 
charge and the freight rate so that at competitive points 
the complainant was at a disadvantage in making its prices 
by the amount of the unabsorbed switching of the Erie. 
It is his recommendation that reparation be made for the 
difference on sales made at competitive points, if it could 
not control the movement of the cars to such competitive 
points. The report says that clearly there was no damage 
if the complainant, having control of the routinf, chose 
to forward its product over the more expensive route. 


ALEXANDRIA, LA., RATES 


According to Attorney-Examiner Gibson’s tentative re- 
port on No. 10306, Alexandria (La.) Chamber of Commerce 
vs. L. R. & N. et al., Alexandria is suffering on account of 
relatively unreasonable and prejudicial class and commod- 
ity rail-and-water rates from Atlantic seaboard territory 
via gulf ports in comparison with Lake Charles, Opelousas 
and Eunice. Shreveport and Monroe intervened in behalf 
of a retention of the parity between their own and Alex- 
andria rates, or, if they are changed, it desires to be placed 
on the new basis. Typical first-class rates from New York 
to Alexandria, Lake Charles, Eunice and Opelousas are: 
172.5 cents, 115 cents, 112.5 cents, and 149 cents. From 
seaboard territory, other than New York, the first class 
rate to Alexandria is 172.5 cents; Lake Charles, 134 cents; 
Eunice, 140, and Opelousas, 167.5 cents. 

Alexandria is within the Shreveport triangle and from 
Atlantic seaboard territory and from Mississippi River 
crossings it takes equal rates with Shreveport and Monroe, 
the other points in the triangle. Lake Charles, Eunice and 
Opelousas are not in the triangle. The rates to the Shreve 
port triangle are made on a system of established differen- 
tials over St. Louis, while the rates to Lake Charles, Eunice 
and Opelousas, the railroads claim, are subject to the influ- 
ence of a steamer lines serving Galveston and Houston. 
Outbound rates are substantially on a parity, so the dis: 
advantage comes from the inbound rates. 

The tentative report contains an extended discussion of 
the efforts made by the Commission to settle rate disputes 
in the southwest and recommends a finding of relative U2 
reasonableness and prejudice which should be corrected by 
giving Alexandria through rates from the territory in ques’ 
tion with differences no greater than the differences in the 
local rates from New Orleans or Galveston, whichever gate 
way is used, established by the railroads in obedience to its 
order in the Natchez case (52 I. C. C., 105). That is 0 





No. 17 


7 cents 
te of 21 
ed, The 
n made 
1modity 
5 Cents 
Irleans, 
for the 
€ some- 
mission 
@ num- 
nant as 
pi Val- 
Teed to 
s repar- 


tive re. 
~ ek 
XL. & 
sburgh, 
Erie on 
absorb- 
Creek, 
lainant, 
en the 


arch 5, 
per car 
ng the 
l. The 


ler the 
‘S$ com- 
closing 
cturing 
points 
. prices 
e Erie. 
for the 
t could 
etitive 
lamage 
chose 
te. 


ive re 
merce 
unt of 
mmod- 
rritory 
sJousas 
behalf 
1] Alex- 
placed 
vy York 
Ss are: 
From 
- class 
cents; 


1 from 

River 
fonroe, 
ce and 
shreve- 
fferen- 
unice 
> influ 
yuston. 
1e dis: 


‘ion of 
sputes 
ve ul 
ted by 
| ques- 
in the 
r gate- 
to its 
js to 


April 26, 1919 


say, that scale is to be used in determining what compon- 
ents shall make up the through rates to Alexandria and the 
points with which it competes. In that case the Commis- 
sion ordered distance scales to apply between Memphis and 
the lower Mississippi river crossings, to and including New 
Orleans, and points in Louisiana, with consequent disrup- 
tion, to that extent, of the Shreveport triangle. 

“Whether, in working out the adjustment from defined 
territories the differential system shall be employed,” says 
the report, “or the rates shall be constructed on lowest 
combinations, the distance class scales from the Mississippi 
crossings cannot fail to materially govern the total all-rail 
and water-and-rail rates via Virginia and South Atlantic 
ports from Atlantic seaboard territory. Likewise, the pre- 
scribed distance class rates from New Orleans in some 
measure control the total rates via gulf ports, notwith- 
standing there shall be due recognition of the forces felt in 
connection with rates by way of Galveston and Houston.” 

The report says that, “although the great distance of 
Atlantic seaboard territory from the Shreveport triangle 
group distinguishes the situation in this case from that 
presented in the Natchez case, nothing of record warrants 
action on the question of equal rates to Alexandria, Shreve- 
port and Monroe which would create an inconsistent rela- 
tionship from defined territories.” 


MUST READJUST RATES 


In establishing class. rates from Cincinnati to points on 
the Cincinnati division of the L. & N. and the Carrollton & 
Worthville, a short line from Worthville, Ky., to Carrollton, 
a point on the Ohio River a little east of Madison on the 
north bank of the stream, the carriers made Carrollton 
five cents over Worthville, the junction point where freight 
for Carrollton is received from the L. & N. On traffic from 
trunk line territory to Carrollton, a combination on Cin- 
cinnati is in effect. The result of the application of that 
combination is a first class rate from New York to Car- 
rollton 16.5 cents higher than the first class rate to Worth- 
ville, the junction point. 

It is the judgment of Attorney-Examiner M. A. Pattison, 
expressed in a tentative report on No. 10232, that that is 
an unduly prejudicial spread. He recommends a report 
holding that the carriers must readjust the rates from New 
York and other eastern points, the rates from which make 
on Cincinnati so that the spread will be no greater than 
that which now prevails on the local class scale from Cin- 
cinnati to Worthville and Carrollton. 

Carrollton tried to prove undue preference to Madisaqn, 
Evansville, Louisville and other river towns, the rates to 
which have been influenced by the fact that the L. & N. 
has a south-bank line from St. Louis to Cincinnati which 
competes with the north-bank line of the B. & O., and by 
other facts resulting from the proximity of the south-bank 
points to Central Freight Association territory. For some 
ratemaking purposes Louisville is in C. F. A. territory and 
therefore obtains lower rates than other river points. Car- 
rollton is at the end of a branch line railroad, which is in 
no way responsible for the adjustment of rates. 


ST. LOUIS LIVE STOCK CASE 


CASE NO. 10325 


SWIFT & CO. VS. WALKER D. HINES, DIRECTOR- 
GENERAL OF RAILROADS 
CASE NO. 10340 
8T. LOUIS INDEPENDENT PACKING COMPANY VS. 
WALKER D. HINES, DIRECTOR-GENERAL OF 
RAILROADS 


a complaints in which these specific matters are involved, 
eld: 


1. Federal control and operation of railroads does not, of itself 
nor under the Federal Control Act, give jurisdiction to 
this Commission to consider rates and charges applicable 
to the transportation of property wholly within one state 
When such rates and charges were not initiated by the 
Director General of Railroads. 

2. The Shreveport Case, 234 U. S. 342, clearly establishes the 
Jurisdiction of the Commission to require carriers to cease 
and desist from subjecting interstate commerce to undue 
Prejudice and disadvantage by reason of the level of rates 
and charges contemporaneously maintained by them for 
transportation wholly within one state, whether that 
level were voluntarily established by the carriers or other- 
wise. And the Commission may take judicial notice of the 
fact that via certain lines or routes transportation from one 
Point in a state to another point in the same state is not 

3 transportation wholly within one state. 

» the report and order in Dimmitt-Caudle-Smith Livestock Co. 
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vs. R. R. Co., 47 I. C. C., 287, were made in view of the 
Shreveport Case, supra. The Commission there held: That 
there should be no difference in the rates from the same 
Missouri points to East St. Louis, Ill., and to St. Louis, Mo.; 
that any difference in favor of St. Louis over East St. 
Louis in the inbound rates on live animals is an advantage 
to the St. Louis packer and a corresponding disadvantage to 
his East St. Louis competitors; that a certain scale of rates, 
therein prescribed, should apply from Missouri points to East 
St. Louis; and that to the rate applicable under that scale 
the carriers will be permitted to add a charge of $2.50 per 
car for delivery to the stock yards or packing houses. 

4. The words “rates” and ‘‘charges’’ should not always be in- 
terpreted strictly. What was obviously the intention of the 
Commission in the Dimmitt-Caudle-Smith Case, supra, 
was the correction of undue prejudice and disadvantage to 
East St. Louis in the rates, charges, rules, practices and 
regulations of the carriers as applied to transportation from 
Missouri points to St. Louis. The carriers, in obedience to 
the terms and intent of that report and order, have cor- 
rectly applied the charge of $2.50 per car for delivery to 
stock yards and packing houses both to East St. Louis and 
to St. Louis. 

5. A charge for delivery, in addition to the rate, made by the 
earrier having the line-haul is unusual; there is no pre- 
sumption of law, however, that such a charge is improper; 
and, when such a charge has been established by the car- 
riers in obedience to an order of the Commission to cease 
and desist from subjecting interstate commerce to undue 
prejudice and disadvantage it will not be stricken down 
upon a technicality. 


Report Proposed by J. Edgar Smith, Examiner 


Complainants have adjoining packing plants in St. Louis, 
Mo., to which the Missouri Pacific Railroad Company, the 
Chicago, Rock Island & Pacific Railway Company and the 
Wabash Railway Company make direct deliveries of live 
stock in carloads. In these complaints they attack the 
propriety of a terminal charge, $2.50 per car, on live stock 
shipped to these plants from points in Missouri over the 
lines named, alleging that such shipments are delivered 
by the line-haul carrier and that no terminal charge should 
be assessed in addition to the rate. Violations of sections 
1 and 3 of the act to regulate commerce and of section 10 
of the federal control act are alleged. The proceedings 
are closely related and were heard together. The Inde- 
pendent Packing Company asks reparation, Swift & Co. 
does not. : 

The St. Louis Live Stock Exchange of East St. Louis, 
Ill., intervened, alleging, in substance, that the rates anl 
charges from points in Missouri to St. Louis and East 
St. Louis are now the same, having been made the same 
in accordance with an order of the Commission; that they 
should be kept upon the same level; but that, in view 
of the increases made by the Director-General of Railroads 
in the scale of rates prescribed in said order, the delivery 
charge of $2.50 per car should be held to be unreasonable 
at all points in the St. Louis district. The Public Service 
Commission of the State of Missouri also appeared and 
assisted in the making of the record. 

At this point it should be noted that from most of their 
stations in Missouri transportation over the lines of the 
carriers named to St. Louis is wholly within one state; 
that the record contains nothing which tends to give an 
interstate character to the movement from any place other 
than Kansas City, Mo.; and that these complaints in so 
far as they involve only intrastate movements are not 
cognizable here unless federal control of the lines gives 
jurisdiction to the Commission. 

The tariffs which first published this charge became 
effective for the Wabash and Missouri Pacific lines Feb. 
15, 1918, for the Rock Island lines April 10, 1918, and, for 
authority, referred to Interstate Commerce Commission 
Docket No. 9131, Nov. 12, 1917. The report in that pro- 
ceeding was accompanied by an order which required 
compliance with its terms on or before Feb. 15, 1918. 
That report will be further considered later on. 

The act of Aug. 29, 1916, 39 Stat. L. 645, empowered the 
President in time of war to take possession and assume 
control of any system or systems of transportation, or 
any part thereof, and to utilize the same for war purposes. 
Congress declared war against the Imperial German gov- 
ernment April 6, 1917. By proclamation, Dec. 26, 1917, 
the President, effective at noon Dec. 28, 1917, took pos- 
session and control of all systems of transportation within 
the continental boundaries of the United States and placed 
their management and operation under a Director-General 
of Railroads. That proclamation said: 


Until and except so far as said Director shall, from time to 
time, otherwise, by general or special orders,,determine, such 
systems of transportation shall remain subject to all existing 
statutes and orders of the Interstate Commerce Commission 
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and to all statutes and orders of regulating commissions of the 
various states in which said systems or any part thereof may 
be situated. But any orders, general or special, hereafter made 
by said Director, shall have paramount authority and be 
obeyed as such. 

The charges here considered became effective thereafter 
and were published, “subject to all existing statutes and 
orders of the Interstate Commerce Commission, and to 
all statutes and orders” of the regulating commission of 


the state of Missouri, in accordance with the proclamation’ 


of the President. 

The federal control act, approved March 21, 1918, 41 
Stat. L. ., continued in force and effect the act of Aug. 
29, 1916, and approved the action of the President in 
taking control of systems of transportation. It is entitled 
“An act to provide for the operation of transportation sys- 
tems while under federal control, for the just compensation 
of their owners, and for other purposes.” It recites that 
the President had in time of war taken over the posses- 
sion, use, control and operation of certain railroads and 
systems of transportation and authorized him to make 
agreements with such carriers for their just compensation. 
Section 9 provides: That the act of Aug. 29, 1916, shall 
remain in force and effect except as expressly modified 
and restricted, and that the President, in addition to the 
powers conferred by this act, shall have and is hereby 
given such other and further powers necessary or ap- 
propriate to give effect to the powers herein and hereto- 
fore conferred. Section 10 says: “That carriers while 
under federal control shall be subject to all laws and 
liabilities as common carriers, whether arising under state 
or federal laws or at common law, except in so far as 
may be inconsistent with the provisions of this act or any 
other act applicable to such federal control or with any 
order of the President. Actions at law or suits in equity 
may be brought by and against such carriers and judg- 
ments rendered as now provided by law; and in any action 
at law or suit in equity against the carrier, no defense 
shall be made thereto upon the ground that the carrier 
is an instrumentality or agency of the federal govern- 
ment.” This section also provides that during the period 
of federal control the President may initiate rates and 
charges by filing the same with the Interstate Commerce 
Commission. Rates and charges so initiated shall be rea- 
sonable and just, but the Interstate Commerce Commis- 
sion shall, upon complaint, enter upon a hearing concern- 
ing the justness and reasonableness of so much of any 
order of the President as establishes or changes any rate 
or charge of any carrier under federal control, giving due 
consideration to the fact that the transportation systems 
are being operated under a unified and co-ordinated na- 
tional control and not in competition. After full hearing 
the Commission may make such findings and orders as 
are authorized by the act to regulate commerce as amended. 
Section 10 contains other provisions not necessary to note 
here. Section 12 declares that moneys and other property 
derived from the operation of the carriers during federal 
control are the property of the United States. Section 14 
says that the federal control of railroads and transporta- 
tion systems herein and heretofore provided for shall con- 
tinue for and during the period of the war and for a 
reasonable time thereafter. And section 16 expressly de- 
clares the act to be emergency legislation enacted to meet 
conditions growing out of war. 


The main point to be noticed about the charges here 
assailed is that they were not initiated by the President. 
It is true that the systems of transportation which pub- 
lished these charges were under federal control at the 
time and that the acts of such systems were in a sense 
the acts of the President, but these systems had been 
taken over by him “subject to all existing statutes and 
orders of the Interstate Commerce Commission,” and the 
charges in question were established in alleged obedience 
to an order of the Interstate Commerce Commission made 
prior to Dec. 28, 1917. Neither the terms, nor the purport, 
of the act of Aug. 29, 1916, nor of the federal control act, 
require that this Commission should take jurisdiction of 
intrastate rates not initiated by the President. And it is 
of no present significance that ‘moneys and other property 
derived from the operation of the carriers during federal 
control” belong to the general government, for the act 
that so declares them grants the right to sue and says: 
“No defense shall be made thereto upon the ground that 
the carrier is an instrumentality or agency of the federal 
government.” This construction of the statutes, not in 
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conflict with what has been said elsewhere concerning the 
jurisdiction of the Commission over rates initiated by the 
President, if adopted by the Commission would result ip 
the dismissal of these complaints in so far as they refer 
to charges for transportation wholly within the state of 
Missouri. 

There are other aspects to the matters here brought to 
our attention which must be considered not only because 
of the form in which these complaints were brought and 
of the objections, in the nature of demurrers, urged 
thereto by the intervener, but because the Commission js 
entitled, to take judicial notice of the fact that from cer. 
tain stations in Missouri to St. Louis via the lines named 
transportation is subject to the act to regulate commerce; 
for example, from St. Joseph via the Missouri Pacific. 
Both complainants name, in the caption, the Director-Gen. 
eral of Railroads as sole defendant and both specify in 
their allegations the three systems of transportation di- 
rectly serving the complainants, and refer to them as de 
fendants. The intervener says: (1) That by reason of 
the fact that transportation systems engaging in the move. 
ment of livestock from points in Missouri to St. Louis 
and East St. Louis were and “are being operated under 
a unified and co-ordinated national control,” particular lines 
and movements may not be segregated or considered apart 
from other systems engaging in substantially the same 
service; and (2) that the present complaints ask the Con- 
mission to review in part only, and with respect to only 
three carriers, the report of the Commission in Docket 
No. 9131, decided Nov. 12, 1917, the findings of which 
were reached after full hearing concerning the conditions 
of transportation on all carrier lines im the entire St. 
Louis district. 


The proceeding referred to is known as Docket No. 9131, 
Dimmitt-Caudle-Smith Live Stock Co. vs. R. R. Co., 47 
I. C. C., 287, decided Nov. 12, 1917, and a fair under. 
standing of the matters here in issue will be aided by 
making liberal excerpts from that report. Indeed, the 
present cases follow protests against findings made in that 
report and this proceeding is not unlike a partial rehear- 
ing of some of the matters involved in that case. The 
Commission there said: 


Prior to about July 12, 1913, the rates on live stock, in car- 
loads, from points in the State of Missouri to St. Louis, Mo., 
on the one hand, and East St. Louis and National Stock Yards, 
Ill., on the other, were by any particular line the same from 
points over 200 miles distant, and approximately the same from 
points between 100 and 200 miles distant, although not the 
same from points within an average radius of approximately 
100 miles, from which latter points the rates to East St. Louis 
were higher than the rates to St. Louis. * * * p. 288. 

We are asked to prescribe rates, rules and regulations to 
East St. Louis which will be just and reasonable and ‘‘free 
from undue and unreasonable prejudice, disadvantage and dis- 
crimination.” It is prayed that the rates may be no higher 
than, and the rules and regulations no different from _ those 
contemporaneously applied from the same points to St. Louis. 
* ¢ © pp. 368 

No parties directly interested in the rates, rules and regula- 
tions applicable to St. Louis intervened, but the traffic commis- 
sioner of the Business Men’s League of St. Louis appeared as 
a witness for complainants, and testified that St. Louis and 
East St. Louis should be regarded as one commercial com- 
munity, and that the rates on live stock from points in Mis- 
souri to St. Louis and Fast St. Louis should be the same, 
ry from points beyond a radius of 100 mile. * * 
p. 289. 

As the complaint in the present case is directed against the 
reasonableness per se of the rates to East St. Louis and against 
the maintenance of any difference between the rates and rules 
to St. Louis and East St. Louis, it has not been satisfied by 
the publication of the rates and rules prescribed by the public 
service commission. * * * p, 290. 


The larger packers at both St. Louis and East St. Louis 
purchase a great many head of live stock, especially hogs, at 
the Missouri River markets and at interior points in Missouri. 
This stock is shipped direct to the packing houses. The rates 
on packing house products from St. Louis and East Louis to 
the large consuming markets in the east are the same, con- 
sequently any difference in favor of St. Louis over East St. 
Louis in the inbound rates on the live animals is an advantage 
to the St. Louis packer and a corresponding disadvantage t0 
his East St. Louis competitor. * * * p. 291. 

A large percentage of the shipments to St. Louis market g0 
to the two larger packing houses and no commissions are paid 
on that live stock at destination. * * * p. 293. J 

The * * * Chicago & Alton R. R. * * * The main line 
of this railroad traverses the state of Missouri from Kansas 
City to Louisiana, where it crosses the Mississippi River. Live 
stock from its Missouri stations is handled via Louisiana through 
Roodhouse, Ill., to East St. Louis, where the cars are turned 
over to the terminal association for delivery to either the St. 
Louis or the East St. Louis stock yards. As its route 1s 
interstate to beth St. Louis and East St. Louis it was_not 
compelled to make any change in its rates to St. Louis in July, 
1913. The rates of this line to St. Louis and East St. Louis 
are the same. It competes in common territory with railroads 
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which were compelled to reduct their rates to St. Louis in 1913. 
Along it main_line it comes into competition with the Wabash 
and Missouri Pacific. * * * p. 295. 

On the record we are of the opinion, and so find, that the 

present adjustment or relation of the rates on live stock 
* * * from Missouri points to East St. Louis and St. Louis 
operates to subject complainants and East St. Louis to undue 
prejudice and disadvantage and to give to the competitors of 
complainants in St. Louis and to St. Louis as a market undue 
and unreasonable preference and advantage in violation of 
section 3 of the Act to regulate commerce. This conclusion 
makes it necessary to arrive at some standards of reasonable 
maximum rates by reference to which the undue prejudice and 
disadvantage found to exist may be removed. * * * p. 
995-296. 
a * stated, complainants insist that the rates to East St. Louis 
and St. Louis should be the same. The only official representa- 
tive of St. Louis present at the hearing, the traffic commissioner 
of the Business Men’s League, testified that the two cities 
should be regarded as one commercial community and common 
rates applied thereto at least beyond a radius of 100 miles. 
The past practice of defendants has not been uniform in re- 
spect either to the differences in rates to the two markets or 
to the radius within which differences in rates obtained. Their 
position in this case is more or less indefinite. They made no 
suggestions as to what the difference should be, and from 
what radius it should apply. One of their witnesses stated that 
“there is little doubt that a common rate is necessary on live 
stock to St. Louis and East St. Louis, particularly in view of 
the fact that you have slaughterers on both sides of the river 
and the rates to eastern territory from both east and west of 
the river are the same.”’ 

The situation of the different lines as regards entry into St. 
Louis and East St. Louis is not uniform. The Chicago, Bur- 
lington & Quincy handles its live stock traffic from Missouri 
points to East St. Louis across the Mississippi River at Alton, 
Ill., about twenty miles’from East St. Louis. The Chicago & 
Alton crosses the Mississippi River at Louisiana, Mo., 107 miles 
from East St. Louis. The St. Louis, Iron Mountain & Southern 
and St. Louis Southwestern cross the Mississippi River at 
Thebes, Ill., 129 miles from East St. Louis. The other lines 
reach East St. Louis through the Terminal Railroad Association 
from St. Louis. On the other hand, the Chicago & Alton and 
St. Louis Southwestern reach St. Louis through the Terminal 
Railroad Association from East St. Louis. * * * p. 316. 

The stock yards in East St. Louis are located on the rails of 
the stock yards company’s railroad, the Terminal Railroad 
Association, and the east side lines, i. e., lines reaching East 
Louis through Illinois. The east side lines, however, do not 
deliver stock direct to the unloading chutes, but employ the 
stock yards’ railroad to perform that service for them, for 
which they pay the stock yards’ company $2 per car for switch- 
ing and 50 cents per car for unloading the stock. The west 
side lines, i. e., the lines reaching East St. Louis through St. 
Louis, reach the East St. Louis stock yards through the Ter- 
minal Railread Association, which delivers the stock to the 
unloading chutes with its own engines and crews. The Ter- 
minal Railroad Association charges the west side lines $4 per 
car on cattle, calves, hogs and sheep, and 3 cents per 100 
pounds on horses and mules for this service, and the stock- 
yards company charges the terminal association a trackage 
charge of 75 cents per car and an unloading charge of 50 cents 
per car. * * * pp. Sit. : 

The rates to East St. Louis include delivery to the stock 
yards and packing houses. The public service commission 
rates to St. Louis include delivery to the stock yards and 
packing houses. The position of that commission is that the 
road-haul carriers have combined their terminals in St. Louis 
and East St. Louis into a single operating arrangement under 
the name of the Terminal Railroad Association, and that there- 
fore the terminal association should be regarded as the in- 
a terminals of each of the constituent lines. * * #* 
Dp. oli. 


The charges of $4 per c2r on cattle, calves, hogs and sheep, 
and of 3 cents per 100 pounds on horses and mules, which the 
terminal association charges the west side lines for delivering 
stock to the East St. Louis stock yards, and the east side 
lines for delivering stock to the St. Louis stock yards, are the 
local switching charges between St. Louis and East St. Louis. 
_In consideration of the peculiar trans-Mississippi River situa- 
tion of the various lines we are of the opinion that there 
should be no difference in the rates from the same Missouri 
points to East St. Louis and St. Louis, and that the rates to 
East St. Louis should be figured on basis of the distance 
thereto or to St. Louis, whichever is the shorter. To the rate 
applicable under the scale prescribed herein, however, the car- 
ners will be permitted to add a charge of $2.50 per car for 
delivery to the stock yards or packing houses. * * * p. 318. 


The Commission found: 


(3) That defendents publish, maintain and apply higher rates 
on live stock, in carloads, from points on their respective lines 
In the State of Missouri to East St. Louis and National Stock 
Yards, lll., than they contemporaneously publish, maintain and 
apply from points on their respective lines in the state of 
Missouri to St. Louis, Mo., from transportation under sub- 
Stantially similar circumstances and conditions, and that they 
thereby give undue and unreasonable preference and advantage 
to St. Louis, Mo., and subject East St. Louis and National 
Stock Yards, Ill., to undue and unreasonable prejudice and 
disadvantage. * * * pp. 321, 322 


The order contained the following: 


’ Rule 5. For delivery to the stock yards or packing houses 
In East St. Louis or National Stock Yards, Tll., not more than 
$2.50 per car may be charged in addition to the rate applicable 
under the above scale. 

alt, is further ordered, That said defendants, according as 
ley participate in the transportation, be, and they are hereby, 
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notified and required to cease and desist, on or before Feb- 
ruary 15, 1918, and thereafter to abstain from the undue and 
unreasonable prejudice and disadvantage found in said report 
to result from the publishing, demanding and collecting of 
higher rates for the transportation of live stock from points 
on their respective lines in the state of Missouri to East St. 
Louis and National Stock Yards, Ill., than they contemporane- 
ously publish, demand and collect from points on their re- 
spective lines in the state of Missouri to St. Louis, Mo. 


This proceeding is not in fact a rehearing of the Dim- 
mitt-Caudle-Smith case; if, however, it should be so re- 
garded, nothing shown herein is other than conclusive that 
the findings therein made were substantially correct and 
ought not to be disturbed. In that case the matter in 
hand concerned the level of rates and charges on live 
stock from points in Missouri to St. Louis as compared 
to the level of rates and charges for like transportation 
to East St. Louis, and the report and order therein mean 
nothing unless they mean that these levels should be the 
same from points beyond a certain distance and that the 
carriers should abstain from subjecting East St. Louis to 
the undue disadvantage therein found to exist. Nor are 
the words “rates” and “charges” as used therein to be 
interpreted in a spirit of over-refinement or of too tech- 
nical nicety. What the Commission had in mind was 
a substantial equality in inbound rates and charges on 
live stock to the two places in view of the substantial 
equality in the outbound rates and charges on the 
product; and the carriers have correctly interpreted that 
report and order in applying the delivery charge of $2.50 
per car to stock yards and packing houses on both sides 
of the river. Only by so applying that charge, only by 
regarding it as a part of the total charge to stock yards 
and packing houses, can substantial as distinguished from 
purely technical equality of rates be secured. 

Complainants say that if that report be thus interpreted 
it shows that the Commission exceeded its jurisdiction. 
The complete answer to this was furnished in the case 
cited on pages 319-320 and by the Shreveport case, 334 
U. S., 342. 

The Commission had jurisdiction to make the report 
and order in the Dimmitt-Caudle-Smith case to remedy 
the undue prejudice in rates and charges, to East St. Louis 
arising from lower rates and charges applicable to traffic 
to St. Louis, and it has direct jurisdiction over move- 
ments from points in Missouri to St. Louis via the lines 
named which are necessarily interstate in character. An 
example, given above, is a movement of live stock from 
St. Joseph to St. Louis. It is true no such movement is 
called to our attention in this proceeding; complainants, 
however, in their brief, assert that shipments of live stock 
from Kansas City to St. Louis are interstate shipments; 
and it is within the power of the Commission to take no- 
tice of that fact with respect to movements from St. 
Joseph. 


Complainants attempted to show that the findings sug- 
gested in the proposed report, Docket No. 10097, St. Louis 
Chamber of Commerce vs. B. & O. R. R. Co. et al. * * * 
ic... ©. * *, if applied to the facts shown in this pro- 
ceeding, would require higher total charges on shipments 
of live stock from points in Missouri to East St. Louis 
than to St. Louis proper. There is no analogy between 
the cases; for in that proceeding, the weighed—averege 
haul from the group of mines furnishing the largest ton- 
nage was 25 miles or less; and the coal thereunder con- 
sideration reached ultimate destination at East St. Louis 
or at St. Louis, whereas the live stock with which we 
here deal comes from a greater distance, on a much higher 
rate, and moves in on the hoof and to a large extent 
moves out in the shape of products. 


The record is quite full concerning the Los Angeles 
Switching Case, 234 U. S., 294, 18 I. C. C., 310. Whatever 
points of likeness may be found between the situation 
there condemned by the Commission and the situation 
here ordered by the Commission, there is a wide differ- 
ence between a charge found discriminatory by the Com- 
mission, and condemned for that reason, and a charge 
ordered by the Commission to correct undue prejudice and 
disadvantage. It is true that a terminal charge such as 
that here the subject of complaint is not usual; it is true 
that no similar charge is made at other markets; it is 
also true that the situation in the St. Louis district is 
a peculiar one, and the main thing to be noted in this 
connection is that the charge in question was not initiated 
by the carriers independently, but was definitely per- 
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mitted by the Commission. The Florida Switching Case, 
42 I. C. C., 616, is not in point and need not be discussed. 

If the views suggested above are adopted by the Com- 
mission it will be wholly unnecessary to set forth the 
particular facts with respect to the location of complain- 
ants’ plants and switching tracks as shown in this record. 
It is sufficient to state here that complainants showed 
conclusively that shipments from Missouri points to their 
plants in St. Louis are delivered by the Missouri Pacific 
and the Wabash lines without the intervention of another 
carrier. The cases hang upon the assumption, made by 
complainants, that having shown these facts there would 
be a conclusive presumption of law that a delivery charge 
should not be made in addition to the line-haul rate. There 
is no such presumption of law, certainly not after the 
Commission has established total charges to stock yards 
and packing houses at St. Louis and East St. Louis as 
composed of a line-haul rate plus a delivery charge of 
$2.50 per car. The interpretation placed on the Commis- 
sion’s order by the Supreme Court in the Shreveport de- 
cision, pages 309-310, supports this view. 

The record does not lend itself to the contention of the 
intervener that the charge assailed is unreasonable either 
in view of the rates initiated by the Director-General or 
otherwise. Nor is there particular force in the sugges- 
tion made by the complainants that the scale of rates 
established by the Commission in the Dimmitt-Caudle- 
Smith case for application to the transportation of live 
stock from Missouri points to East St. Louis and St. Louis 
was a scale which as applied in another territory con- 
templated delivery by line-haul carriers without an addi- 
tional terminal charge. The scale as applied to stock 
yards and packing houses in the St. Louis-East St. Louis 
district was prescribed as a maximum, with permission 
to the carriers to add thereto a delivery charge of $2.50 
per car. The scale of rates and the delivery charge both 
were specified by the Commission in order to cure dis- 
criminations which existed at that time in that district 
and nothing shown in this proceeding is persuasive that 
ths delivery charge should be stricken down at any point 
in the district. 

In what has been said above St. Louis has been used 
as designating all that part of the St. Louis-East St. Louis 
district west of the Mississippi River, and East St. Louis 
as designating all that part of the district east of the 
river. Some emphasis appears to be placed by complain- 
ants upon particular municipal divisions and named sec- 
tions of the district as a whole. In the Dimmitt-Caudle- 
Smith case, and here, and as far as the transportation 
of live stock is concerned, the St. Louis-East St. Louis 
district has been regarded as a whole. 

In what has been said above no notice has been taken 
of the fact that the Wabash and Rock Island lines pay $1 
per car for access to the Independent Packing plant, where 
all stock handled by those lines for that plant and for 
the Swift plant is unloaded. nor of the further fact that 
a subsidiary company of the packing plant, called a stock 
yards, receives from the carriers 50 cents per car for all 
live stock unloaded at the Independent Packing plant. 
These facts might be of significance if the propriety and 
amount of a special charge for the service were before 
the Commission initially, for they might indicate a basal 
limit for such a charge. Nor has it been deemed worthy 
of note that certain of the carriers, through error, for a 
time increased the charge assailed to $3 per car. That 
increase was not made by the Director-General, it has 
been corrected, and the excess of 50 cents per car paid 
during the period it was improperly colleeted, if it has 
not been returned, should be refunded through informal 
proceedings before the appropriate tribunal. 

These complaints should be dismissed. 


SUPREME COURT DECISIONS 


The Trafic World Washington Bureau. 


Declaring that under the federal Constitution a citizen 
of one state is guaranteed the right to enjoy in all other 
states equality of commercial privileges with their citi- 
zens, the United States Supreme Court, April 21, Associate 


Justice McReynolds delivering the opinion, held as arbi- 
trary, unreasonable and discriminatory a taxing law of 
Tennessee requiring payment of $100 from foreign con- 
struction companies having their chief offices outside the 
state and only $25 from domestic concerns. 
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The question was raised in the case of A. P. Chalker, 
administrator of the estate of J. W. Wright, Jr., and C. 5 
Pigford vs. the Birmingham & Northwestern Railway 
Company et al. Wright was a citizen and resident of Ala- 
bama, with his chief office in that state, and was engaged 
in constructing a railroad in Tennessee at the time effort 
was made by the state to collect the tax of $100. The 
court reversed the finding of the Supreme Court of Ten- 
nessee in the case. 

The United States Supreme Court, April 21, in a deci- 
sion announced by Associate Justice Clarke, held that the 
safety appliance act, under which the Interstate Com- 
merce Commission requires that 85 per cent of the train 
brakes in a given train of cars shall be coupled so as to 
be under engine control, applies in the case of the Louis- 
ville & Jeffersonville Bridge Company vs. the United States, 
in which it was contended by the plaintiff that the move- 
ment of cars in iis yards was a mere switching of cars 
and not a train movement within the meaning of the act 
of Congress and that therefore the act did not apply. 

The bridge company, a common carrier engaged in inter- 
state commerce, operates a large terminal yard at Louis- 
ville, Ky., which constitutes the joint terminal of the Big 
Four and the C. & O. The question of whether the act 
applied was raised in a specific instance of the movement 
of twenty-six cars as a unit. 

“An engine and twenty-six cars,” said the court, “assem- 
bled and coupled together not only satisfies the dictionary 
meaning of a ‘train of cars,’ but would certainly so be 
designated by men in general and in any fair acceptation 
of the term must be regarded as constituting a train within 
the meaning of the statute. 

“The work done with the cars was not a sorting or se- 
lecting, or classifying of them, involving coupling or un- 
coupling, and the movement of one or a few at a time for 
short distances, but was a transfer of twenty-six cars as 
a unit from one terminal into that of another company 
for delivery, without uncoupling or switching out a single 
car, and it cannot therefore with propriety be called a 
switching movement.” : 

The Circuit Court of Appeals for the Sixth Circuit cer- 
tified the question of whether the safety appliance act ap- 
plied in the case to the Supreme Court, which answers in 
the affirmative. 

The United States Supreme Court, April 21, sustained, 
in part, a motion for rehearing in No. 163, Central of 
Georgia Railway Co. vs. William A. Wright, comptroller- 
general of Georgia. The ruling of the court was as fol- 
lows: 

“The application to file petition for rehearing is allowed 
and the rehearing is granted in so far as the validity of 
the tax in question is involved in or depends upon the 
charters of the Southwestern and the Muskogee railroads 
and the subsequent relevant legislation. As to all other 
questions in the case, therefore, the request for leave to 
file the application for rehearing is denied and the case 
for rehearing, limited as above stated, is ordered restored 
to the docket for reargument.” 


This is the case in which the court, Feb. 3, 1919, re- 
versed the Georgia Supreme Court, which had reversed a 
lower court for issuing an injunction preventing the col- 
lection of taxes on leases of railroad property held by the 
Central of Georgia. The effect of the decision of the 
United States Supreme Court was to hold valid exemptions 
from taxation provided in the charters of the railroads 
involved. 


SUPREME COURT SETS CASES 


The Trafie World Washington Bureau. 

The U. S. Supreme Court of the United States, April 21, 
set down for argument on May 5, the North Dakota rail- 
road and the South Dakota telephone rate cases. They 
are the ones in which the supreme courts of the states 
involved have issued permanent injunctions holding, 10 
effect, that the federal railroad control and telephone and 
telegraph control laws do not authorize the President and 
the Postmaster-General to prescribe rates on intrastate 
business. 

Almost coincident with the action of the court came 4 
message from the Mississippi commission to the National 
Association of Railway and Public Utility Commissioners 
that the highest tribunal in that state had enjoined the 
collection of President-made rates on state business. 
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April 26, 1919 


The action of the federal Supreme Court created the im- 
pression among those interested that the justices are of 
4 mind to dispose of the big question in these cases at 
this term of court instead of, as suspected when A. E. 
Helm obtained leave to file a case in behalf of Kansas on 
ihe original docket, letting it go over to the next term. 
When that leave was granted, it made the writ returnable 
the first day of the next term, beginning in October. From 
that it was inferred that the court would not undertake 
to dispose of the fundamental question until about the 
time when it is thought the railroads and the wire com- 
panies will be restored to control of their property. 

The idea then was that the question would become moot 
as soon as the properties were returned, but reflection 
shows that while the question of the power may become 
moot, there is underlying that question the large one of 
reparation. 
not the power to make rates for state application, the 
government would be bound, in good conscience, if not 
ina legal sense, to return the money collected under tariffs 
that had no legal standing in states the commissions of 
which did not approve what was issued in obedience to 
General Order No. 28. 

Inasmuch as, roughly speaking, one-fourth of the busi- 
ness of the country is intrastate, the amount of the rep- 
aration that would be morally, if not legally, due, would 
run into the hundreds of millions. Some time the question 
of reparation would be raised, even if the Supreme Court 
did not pass on the fundamental question raised by the 
injunctions of state supreme courts. It might be raised 
in such way as to prove unusually embarrassing to the 
government, while, if it were disposed of before the prop- 
erties were returned to their owners, the embarrassment 
would not be any greater than that caused by the fact 
that the government is not now obtaining an operating 
income large enough to enable it to pay the compensation 
allowed by the federal control law. 


The action of the Mississippi Supreme Court is of no 
particular significance except as adding emphasis to the 
fact that there is a distinct issue, which may not be pre- 
sented in the most convenient way by the North Dakota 
and South Dakota cases, but which will come up from one 
or more states in such a way that there is no possibility 
of its disappearance through the passing of time. 


The Massachusetts telephone case was also set down 
for hearing May 5. That case is on appeal from a denial 
of an injunction, so the court will have both views of 
the state supreme courts involved in cases before it. The 
impression is that the court will allow Kansas and other 
states having cases ready to appear as friends of the court 
for the expression of supposedly helpful and illuminating 
views. 

A conference of state railroad and utility commissioners 
has been called for Chicago, April 26, to consider the 
preparation of a brief to be filed in behalf of state com- 
missions in the North Dakota railroad rate case and the 
South Dakota and Massachusetts telephone rate cases 
Which are to be argued in the U. S. Supreme Court May 5. 
President Elmquist issued the call April 22, the day after 
the Supreme Court set down the cases for argument. 


Itis the thought of Mr. Elmquist and the state commis- 
sioners with whom he had been in touch that the Supreme 
Court will be glad to have one brief in behalf of the state 
‘ommissioners and that it will be possible, at a conference, 
‘0 agree on the ideas to be presented to the court as an 
index, if not a complete exposition of what is in the mind 
- si state authorities on the issue tendered in the suits 
“4 

The state commissioners can get into the case only as 
friends of the court tendering their services for the solution 
ofan admittedly difficult problem. The court has always 

€1 generous in the reception of amicus curiae briefs. 
It seldom, however, allows oral presentation of the views 
of such interveners. Nor is there any idea that that rule 
vill be disregarded in the argument on May 5. 

The writ sued out before the North Dakota Supreme 
Court in the case now before the U. S. Supreme Court 
(mentioned in The Traffic World of April 19), was issued 
the vote of the court divided three to two, the opinion 
‘tthe court having been written by Justice Birdzell, with 
‘specially concurring opinion by Justice Robinson and dis- 
“ats by Justices Grace and Bronson. In Justice Birdzell’s 
inion the declaration is made that the congressional de- 
ates on the federal control law affirmatively disclosed that 
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the propriety of compelling the patrons of the railroads to 
pay all additional costs incident to federal control was con- 
sidered and weighed as against the plan of meeting pros- 
pective deficiencies in part at least by congressional ap- 
propriation. 

“The question is one with which Congress might well be 
concerned, for upon its decision would depend whether ad- 
ditional burdens directly due to the war are to be borne 
by taxation, or whether the particular burden must be 
borne by those who use the service—a service which has 
been inextricably interwoven into the business fabric of the 
nation,” says the opinion. 

“In the act it is clearly contemplated that only such 
added burden may be placed upon the the traffic as is 
‘fairly chargeable to railroad operating expenses,’ and the 
President is also authorized to meet deficiencies from the 
appropriation. The act, as we view it, is neither a revenue 
measure nor a general license to supplant pre-existing regu- 
lations made by competent authority.” 

In another part of the opinion, Judge Birdzell said that, 
taking all the debates and the language of the statute to- 
gether, it seemed clear that if necessity for greater rev- 
enue should arise it was contemplated that such necessity 
would be met fully by applying the remedy which had so 
recently been sought (percentage increase on intrastate 
rates), and without making possible a general repeal of 
numerous laws of sovereign states whenever, in the judg- 
ment of the Director-General, such repeal might seem to be 
desirable for reasons apart from military efficiency, or even 
to enable the exercise of an unhampered control of intra- 
state commerce. 

The court’s conclusion was that the federal control act 
authorizing the President to initiate rates gave him merely 
the power to do the things which heretofore had been done 
by the carriers, in the initiation of rates, but without the 
hampering provided in the fifteenth section of the act to 
regulate commerce or the temporary or permanent con- 
trol granted the Interstate Commerce Commission in the 
power to suspend and condemn proposed advances. That 
means that he would have to file state rates with state 
bodies. 

Justice Robinson said: “This is an action by the state 
of North Dakota against several railway carriers and those 
who control and operate the railways, to prevent them 
from continuing to rob the people by the enaction of ex- 
cessive passenger and freight rates, contrary to the laws 
of the state.’ Speaking of the act of August 29, 1916, 
which empowers the President in time of war to take pos- 
session of the railroads for military purposes, he observed 
that it was a rider upon the appropriation bill. He said it 
was short and simple and the manifest purpose was to 
authorize the President to use the military force to con- 
trol and operate the railroads for the removal of troops 
and war supplies—“only that and nothing more.” 

“But, in December, 1917, after Congress had declared 
war against Germany and Austria, the President magnified 
his power and issued a fiat or proclamation assuming the 
possession and control of all railroads for all purposes, re- 
gardless of any military necessity. He finally decreed that 
the possession and control should be in his famous son-in- 
law as Director-General. By the same fiat the President 
attempted to legislate and he decreed that except with the 
written consent of the Director-General no attachment by 
mesne process or by execution should be levied on the prop- 
erty of the railway carriers; that no suit may be brought 
against them, except as permitted by the general or spe- 
cial order of tthe Director. By this order the President 
innocently attempted to repeal or suspend a vast system 
of federal and state laws and constitutions and to make 
his famous son-in-law the greatest dictator on earth.” 


Congress, however, Judge Robinson’s opinion says, lim- 
ited the power of the President and the Director-General. 
Commenting upon the advance in rates ordered by No. 28, 
the Director-General gave the railroads one billion dol- 
lars. “Without any such advance James Hill ran his rail- 
roads and in the course of a few years he saved up for 
himself and heirs over one hundred millions of dollars, 
besides good sums for many others.” Judge Robinson 
thought the Director-General could well have reduced the 
burden of rates instead of increasing them, but, however 
that may be, now that the war has ended, he said, there 
was no longer any reason or excuse for any person to oper- 
ate railways in disregard and defiance of the lawful police 
regulations of the several states. 

“It is beyond the constitutional power of Congress and 
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the national government, and so far as persisted in, it must 
lead to anarchy, Bolshevism and endanger the safety of the 
republic,” said he. 

Justice Bronson referred to the production of his asso- 
ciate justice as a diatribe, saying that it contained no 
legal discussion. He considered it unfortunate that any- 
one should attempt to ridicule “our federal government, for 
its action taken and for its alleged lack of economy, con- 
cerning the operation of railroads under federal control in 
times of stress and war necessity. It is rather unfortunate 


that it happens in this action, the court being so divided, 
that a writ of mandamus is awarded against our federal 
government, based upon an opinion (which, under the cir- 
cumstances, is the controlling factor), directed rather to a 
discussion of the faults of railway operation, and of prin- 
ciples of expediency than of law and of the war powers and 
necessities of this nation in war times.” 


STATE RATE JURISDICTION 


The Trafic World Washington Bureau. 


The Commission has dismissed No. 10484, Newman B. 
Gregory vs. the Director-General and St. Louis Southwest- 
ern Railway Co. of Texas, holding that it is without juris- 
diction to entertain a demand for reparation on intrastate 
movements on rates that were established prior to federal 
control, but as to the reasonableness of which question 
was raised by action subsequent to federal control. The 
order, except the declaration that it was passed at a 
general session of the Commission, number and title, is 
as follows: 

It appearing, That the prayer of the complaint in the above 
entitled proceeding asks for reparation on account of alleged 
unreasonable rates charged for the transportation of shipments 
moving wholly within the state of Texas; | : ; ae 

It further appearing, That this Commission is without juris- 
diction to award reparation on such shipments; ; 

It is ordered, That the complaint in this proceeding be, and 
it is hereby, dismissed. 


This dismissal puts on Gregory the burden of going into 
court and asking for return of some of the money he paid 
for the transportation of gravel from Sledge, Tex., and 
nearby points to Pittsburgh, Tex., and used by him in put- 
ting a gravel surface on roads he was building for Camp 
County, under a contract based on his idea that a Texas 
commission rate of 46 cents a ton was of such a perma- 
nent character that he could afford to use it as a basis 
for a contract. 

In the first Shreveport case decision, the Commission 
condemned as unreasonable and unduly discriminafory 
rates on sand and gravel from Shreveport into Texas and 
said that such rates should not exceed the rates set forth 
in a distance scale submitted therewith. For the distance 
from Sledge to Pittsburgh a rate of 63 cents became 
applicable. Gregory made a few shipments for greater dis- 
tances and paid a rate of 70 cents. 

As a part of that decision the federal body said that 
rates from Shreveport into Texas should not be higher 
than rates for like distances in Texas. That part of the 
order was taken by the carriers as warrant for making 
new scales for application in Texas, without regard to 
the Texas commission, Fonda’s 2-B being one of their prod- 
ucts based on that theory. 

Some time after the federal Commission allowed the 
rates prescribed in that tariff for interstate business to 
become effective, the sand and gravel men persuaded it 
that it had made the scale too high. In a second report 
it revised the sand and gravel scale so that the 63-cent 
rate was reduced to’ 55 cents. The lines also changed 
their Texas intrastate rates, although the Commission’s 
order said nothing against rates in Texas being made 
higher than those it prescribed for interstate hauls from 
Shreveport into Texas. All it had said was that rates 
from Shreveport into Texas should not be higher than 
rates for like distances within Texas. 

The lower scale went into effect in May, 1918—that is 
to say, several months after the beginning of federal con- 
trol. Thereupon Gregory took steps to procure reparation. 
He applied to the Texas commission, but was told that on 
Oct. 30, 1916, the federal court for western district of 
Texas had issued a restraining order forbidding the Texas 
commission, in effect, to interfere with action taken by 
the Texas lines in compliance, as they claimed, with the 
Commission’s orders in the Shreveport case, especially the 
order in the subsidiary case known as Railroad Commis- 
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sion of Louisiana vs. Arkansas Harbor Terminal Railway 
Company. On account of that order Chairman Mayfield 
wrote to Gregory that the Texas commission “is compelleg 
to return the inclosures to you with the statement tha 
your complaint cannot be filed and considered by it.” 

Then Gregory came to the body whose orders enableq 
the carriers to take the action that resulted in taking 
from him $2,537.27 more than he expected to pay whe 
he entered into the contract with the Camp County ay. 
thorities. 

Now he is entirely out of the forums of regulating com. 
missions with no place to go unless it be to a court, either 
county or federal, to find out, first, whether he has really 
been damaged, and, second, whether this is one of the 
instances where there is a wrong without a remedy. 

The Commission, in dismissing the complaint, made no 
explanation and gave no reasons for its holding that it 
is without jurisdiction. It frequently dismisses complaints 
for want of prosecution or on motion of the complainant, 
It is hard to recall such action, however, in a case jn 
which no hearing or argument has been had. There has 
been no hearing or argument in this case. No one, so 
far as the record shows, raised the jurisdictional question, 
The only reference that might raise it is the letter of 
Chairman Mayfield to Gregory, which he embodied in his 
complaint. It was not necessarily a part of the complaint, 
but was probably put in by Gregory to show why he was 
coming to the federal Commission, the orders of which 
gave the Texas lines the assumed authority to make the 
increases in rates which caused him to pay out more for 
transportation than he expected to be called on to surren- 
der. 

The Texas lines, in reducing the rate in May, 1918, gave 
Gregory a ground on which to proceed, the inference be- 
ing that they or the Commission had found the rate of 63 
cents, the key rate in this complaint, to be unreasonable. 
The reduction was not made to remove a discrimination. 
Therefore, it is suggested, Gregory could draw only one 
inference—that the 63-cent rate was unreasonable. Being 
unreasonable, under the rule in the Darnell-Taenzer case, 
the Commission, if it were an interstate rate, would have 
had to award reparation. But the movements were made 
prior to federal control under rates which were not, in- 
ferably, admitted to be unreasonable, until some time 
after the beginning of that control. The intimation among 
men about the Commission who handled the case is strong 
that if the shipments had moved in the period of federal 
control the Commission would have taken jurisdiction. 

The fact is that the Commission is holding hearings 
on complaints arising on intrastate shipments during fed 
eral control. It has not, however, listened to arguments 
on the jurisdictional question. The Railroad Administra 
tion, by implication, holds that the Commission has juris 
diction over both state and intrastate rates filed under 
the authority given the President in the federal control 
law. Should it take any other position, it is believed, it 
would imply that the Railroad Administration has not the 
power to prescribe rates for intrastate application. 


SHAUGHNESSY ON STATE CONTROL 


A statement of the contentions of the state commis 
sions in respect to the situation created by the federal 
control act and the interpretations of it by the Railroad 
Administration is contained in a letter written to Director 
General Hines by J. F. Shaughnessy, chairman of the 
Nevada commission. In it he gives facts which to hil 
show why there can be little co-operation between the 
Railroad Administration and the state commissions, on 
the basis of General Order No. 58, issued by Mr. Hines after 
his conference with representatives of the state commls 
sions. The letter is as follows: 

“Answering your letter of February 21, we beg to state 
that the Railroad Commission of Nevada will be glad to co 
operate in so far as it can with the suggestions contained 
therein and also with those set forth in your official bul 
letin No. 58. We appreciate the disposition which _ 
evidence in requiring the railroads under federal contro 
to co-operate with the various state commissions in 4! 
matters pertaining to operations, traffic, legal and account: 
ing. : 

“In order that there may be no misunderstanding, thls 
commission begs to state, for your information, that it con 
tends for the exercise of the state’s sovereign power over 
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the regulation of rates, fares, charges and services, as well 
as all matters relating to spur tracks, railroad crossings, 
safety appliances, track connections, train service, the 
establishment, maintenance and sanitation of station facili- 
ties, the investigation of accidents, safety and equipment, 
and all other matters of local service, and that it is op- 
posed to a division of the state’s lawful police power by 
which jurisdiction over rates, charges and service would 
pe permanently relinquished to the Federal Railroad Ad- 
ministration. 

“We appreciate your sincere good faith, but as to the real 
essentials of railway regulation, your offer of co-operation 
is quite carefully qualified and it, therefore, remains to 
pe determined how effective or how valuable it may be to 
the public. In this connection may we be pardoned for sug- 
gesting that the offer of co-operation, coming.as it does a 
year and a quarter following the assumption of federal con- 
trol and operation of railways, is rather late—in fact, so late 
that it finds practically every state committed to a strongly 
declared policy of rehabilitating its sovereign power over 
an exceedingly important function of state government, 
j.e. transportation? Unfortunately, therefore, at this time 
there is nothing to build upon except promises as a sub- 
stitute for the police power heretofore exercised by state 
legislatures, courts and commissions. 

“Further, we appreciate that the honorable Railroad Ad- 
ministration is officered by big men; in fact, by some of 
the biggest men in the country, but we must be frank in 
stating that, in our judgment, the job is entirely too big for 
any centralized organization such as that which is now being 
attempted. We are opposed to either government owner- 
ship or continued control and operation and are asking that 
the railroads be returned to private operation with the 
right to consolidate, without inhibition by the present anti- 
trust acts, under a system plan of organization analogous 
to the constructive policy adopted by Mr. E. H. Harriman, 
which will accomplish all the beneficial results now claimed 
for government control and operation without taking from 
the various state legislatures, courts, commissions and 
other tribunals their constitutional power, which, inci- 
dentally, means the very life of the state itself. In the 
meantime, and until this end can be consummated, the 
commission will co-operate in any way that it can, in order 
to represent the people of the state of Nevada as attorney- 
infact before the Railroad Administration, the Interstate 
Commerce Commission and also before Congress at appro- 
priate times. 


“Karly in January, 1918, and again early in July, 1918, 
conferences were held with the Director-General, at which 
times the various state railroad commissions, actuated by 
a patriotic desire to be of service to the country in the 
winning of the war, offered to serve in almost any prac- 
tical subordinate capacity in which they might be found 
serviceable; but, remarkable though it is, their proffers 
were utterly ignored and regulation went forth in total 
disregard of, and without consultation with any state tribu- 
nal. Stated differently, our war regulation has amounted to 
the rather complete fulfillment of the expressed desire of 
railway executives and attorneys, evidenced for some years 
past, that regulation should not only be centralized in the 
hands of the Interstate Commerce Commission to the ex- 
clusion of the various state jurisdictions, but that, better 
still, for the purpose of expeditiously effecting rate changes, 
tegulation could be best handled by centralizing the power 
under a cabinet officer, and the creation of a railroad 
department made up of the biggest railroad men in the 
country. In this behalf, there was grave apprehension in 
the minds of those studying the question from the stand- 
point of the states, that at best only makeshift machinery 
would be provided for the regulation of-rates and fares on 
behalf of those least able to pay for transportation; in 
other words, those who pay the high local rates and fares. 
On the other hand, the large industrial interests would 
suffer least of all and might even welcome centralized rate 
control. They could doubtless secure their rate adjust- 






































ments, as in the past, by negotiation with the railway. 


traffic managers, and, therefore, those interested in the 
Welfare of the states knew from the start that said indus- 
concerned abort 


trial interests would not be greatly 
Whether the state regulating machinery was effective or 


otherwise. It is for these reasons among others that the 
reservation of the jurisdiction of the state legislatures, 
‘ourts and commissions is so vitally necessary. These 
‘tibunals in the past have believed it important to con- 
Sider the welfare of the public as well as that of the rail- 
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roads and large industrials by assessing the reasonableness 
and adequacy of rates and service. 

“A test has been afforded by the war emergency control 
and operation of railways, and there is, therefore, available 
light by which the operation of this rather exclusive rail- 
way plan of regulation may be viewed. Freight rates have 
been increased 25 per cent and passenger fares from 25 
to 66 2-3 per cent, in so far as it has been possible to make 
the same effective without the loss of traffic to competing 
automobile, stage and truck lines. Thus far there is no 
promise from the Railroad Administration that rates will 
be reduced to their former basis upon a return to normal 
conditions, nor is there any machinery provided other 
than that of a regional character before which the people 
—the ordinary consumers—can have their local rates and 
fares adjudicated without interminable delay, confusion and 
friction over questions of policy and jurisdiction. 

“The plan of the present Railway Administration organ- 
ization may be said to be well designed to carry out regu- 
lation effectively on behalf of the railroads and the large 
trans-state industrial monopolies; but in this we do not 
agree, because it leaves out of view the true interest and 
representation of the states, and especially the general 
public, who, after all is said, are called upon to pay the 
bills. Unless the welfare of the public is reasonably con- 
sulted and opportunity afforded for something equivalent 
to the constitutional expression of sentiment and action 
which has heretofore flowed through the state legislatures, 
commissions and courts, we fail to see how the masses will 
permanently remain satisfied. Once the issues are joined 
and it becomes evident that there is a contest between 
the states and the trans-state corporations and railroads 
—and this condition seems to be rapidly approaching— 
rate and service tribunals made up exclusively of railroad 
traffic managers and industrial agents certainly may not 
be expected to give that character of confidence which, 
under such circumstances, will be quite certain to be de- 
manded. 


“As before intimated, the various states are denied any 
voice or representation in the present organization. Thus 
far the states have not been authorized to exercise even - 
the smallest power in the matter of rates and service— 
nothing except the ineffective voice of recommendation. 
With one exception—Hon. Max Thelen—the various states 
have no representation in the organization at Washington; 
and, without exception, the states have no representation 
on any of the regional rate committees which are made 
up of a majority of railroad officials and of agents of large 
industrial or commercial interests comprising the minority 
of such committees. With few exceptions, these indus- 
trial or commercial members of said regional rate com- 
mittees are the representatives of large industrial centers 
that have, in the past, and do now, enjoy exceedingly prefer- 
ential rates, and the defect in the viewpoint of most of 
such representatives is that they are more largely con- 
cerned with the maintenance of a relationship of rates 
than in the reasonableness or the justice of the rates, which 
the ultimate consumer, after all, must pay. 


“As a substitute for the sovereign power heretofore 
exercised by the state legislatures, courts and commissions 
—and in this connection we know of no adequate substi- 
tute—manifestly such an organization is ill conceived and 
defective for the reasons stated above. 


“During the conference at White Sulphur Springs, W. 
Va., July 6, 1918, when members of thirty-three state rail- 
road commissions appeared before the Director-General and 
offered their services to the Railroad Administration, and 
for the war emergency, wanted to act as_ subordinate 
branches of the Railroad Administration within each state, 
the commissioner from Nevada urged, among other things, 
that it would be unwise and unproductive of the best re- 
sults to the people, even as a war measure, to contralize all 
power in the hands of the Federal Administration and its 
regional subdivisions, to the complete exclusion of the vari- 
ous states; and, in this connection, attention was directed 
to the fact that General Crowder, in charge of the selective 
draft for the War Department, was successfully reaching 
into every line of business, in fact, into all homes within 
every state, and taking for the army men within the re- 
quired draft ages;. that, in effectuating this result, he had 
not found it necessary to set up regional departments 
throughout the country, officered by army men unfamiliar 
with conditions and unacquainted with the people within 
the various commonwealths; on the contrary, that he had 
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in lieu thereof, by co-operation with the governors of the 
various states, organized state draft departments made up 
entirely from the citizens of each commonwealth who knew 
the people and the conditions, and in whom the people 
had confidence, and that this wise method of administration 
was working harmoniously and effectively, and without 
triction,: jealousy or opposition. Likewise, the commis- 
sioner drew attention to the fact that the Federal Fuel 
Administration and also the Federal Food Administration 
had organized their nation-wide departments along similar 
lines, and that representative citizens, familiar with the 
local conditions and acquainted with the people, had been 
selected by the governors of the various commonwealths 
to act in the capacity of state fuel and food administrators, 
respectively. For these obvious reasons the Nevada com- 
missioner urged that the Director-General organize the 
Railroad Administration in the same way in order that the 
various state railroad commissioners whom the people had 
selected as their official representatives, and in whom they 
had confidence because of their knowledge and experience 
regarding local conditions, could be most helpful in work- 
ing out the railroad situation for war purposes. But, as 
stated before, the Railroad Administration ignored the 
various states and proceeded with its centralized plan of 
railway control and operation. 

“This commission has, therefore, been interested in not- 
ing some of the results which have been accomplished by 
the Railroad Administration in the face of the widely her- 
alded improvements which it was claimed by railway ex- 
ecutives before the Newlands committee would accrue 
under the centralization of all regulation in the hands of 
exclusively trained executives and attorneys comprising 
the Federal Railroad Department for which they were so 
earnestly contending. For example, we have a case in 
Nevada in which the state, and not some large trans-state 
industrial corporation, is quite vitally interested. During 
August, 1918, our State Highway Department took up with 
the Railroad Commission the matter of securing a rate 
covering the movement of gravel from Lahontan to Fallon, 
a distance of twenty-three miles, and asked that a rate 
of 45 cents per ton, or 2 cents per ton per mile, be estab- 
lished for the purpose of enabling the department to con- 
struct a road across the Fallon sand flats, with which all 
trans-continental automobolists are painfully familiar. The 
commission took the matter up with the Railroad Admin- 
istration and has followed it earnestly for the establish- 
ment of such a rate. After several months of negotiation, 
we are now in receipt of a proposal from the Railroad Ad- 
ministration that it will establish a rate of 1 cent per ton 
per mile for a distance of eighty miles, with a minimum 
rate of 50 cents per ton. But our latest advice from the 
rate committee at San Francisco is to the effect that it 
may be some time before this rate can be published. Our 
Highway Department’s operations in this section are be- 
ing held up awaiting this service and steps must be taken 
for its prompt establishment. 


“Formerly, under private operation of railroads, in mat- 
ters of this kind in which the state was interested, we 
have been always able to secure the establishment of the 
desired rate very promptly. In some cases the rate has 
been placed in effect by authority of the state commis- 
sion on one day’s notice, and, therefore, the rate desired 
has been established within forty-eight hours from the time 
the request was made. This is such a simple case ordinar- 
ily that if under federal control it has become so involved 
that it requires eight or nine months to publish the rate, we 
must be plain in stating that exclusive rate control from 
one fountain head is impracticable and does not give the 
service which is due and which has been rendered under 
state regulation. 

“This citation is submitted in response to the railway 
executives’ proposal before the Newlands committee that 
complete centralization of the power of regulation in the 
hands of the Interstate Commerce Commission, or, ‘better 
still,, as it was put by the executives, ‘in the hands of a 
railway department to be established under the jurisdic- 
tion of a cabinet officer,’ was necessary for the purpose of 
expediting rate changes, which, it was contended, under 
centralized authority, could be made promptly and with- 
out the necessity of giving seven or eight months’ con- 
sideration thereto, as has been the experience in some 
cases before the Interstate Commerce Commission. 

“To the same effect we have another case which was 
heard in July, 1917, and still remains under considera- 
tion and undecided by the Railroad Administration. We 
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refer to the gradation that we have been promised yjj 
be made in westbound transcontinental rates; in othe 
words, rates fixed from all eastern defined territories ty 
Salt Lake City, Spokane, Reno, Phoenix and other inte. 
mountain territory in proportion to the distance traverse 
as compared with the rate fixed from said eastern definaj 
points to San Francisco and other Pacific Coast terminals, 
To illustrate: Whereas, the rate from Chicago to Sa 
Francisco might be $30 per ton, the proposed gradation 
would make the rate from Chicago to Reno approximately 
$25.50 per ton. It must, therefore, again be suggested ip 
passing, that we fail to see wherein the completely cep. 
tralized Railroad Department has made any better heaj. 
way in the disposition of a large case than the Inte. 
state Commerce Commission formerly did. 

“Another case in point relates to our efforts to have 
3 cent fares established on the lines of the government 
operated railways within the states of Nevada, Arizona 
and New Mexico. This matter was taken up at various 
times by the writer personally with Directors Chambers 
and Fort during the summer and fall of 1918, and waz, 
thereafter, handled in documentary form by a committee 
made up of Commissioners Williams, Jones and Shaugh- 
nessy for the railroad commissions of New Mexico, Ari- 
zona and Nevada. In response to the committee’s showing, 
Director C. A. Prouty on January 22, 1919, decided that the 
Railroad Administration could not take favorable action for 
the reason that it would result in a ‘diminution of rev- 
enue.’ In this connection, it is interesting to note that, 
notwithstanding that all 2-cent fare territory throughout 
the eastern and middle western states has been increased 
50 per cent by the Railroad Administration to a 3-cent fare 
basis, the Administration has persistently, ever since such 
action was taken last summer, refused to equalize our 4 
and 5 cent territory downward to said 3-cent fare basis. 
In addition to the Administration’s refusal to grant this 
equalized relief to Nevada, Arizona and New Mexico, it 
should also be noted that scrip or mileage books of all 
kinds, which formerly, under private railway operation, 
gave the purchasers thereof the benefit of 2% and 3 cent 
fares on the main and branch lines of the large systems, 
have been withdrawn from sale, and, therefore, passenger 
fares at the present time on our government-operated lines 
are respectively 4 cents per mile on the main lines and 5 
cents per mile on the branch lines, or increases amounting 
to v0 per cent and 66 2-3 per cent, respectively. Three 
cent fares have been for a number of years, and are to 
day, effective throughout Wyoming, Idaho, Montana, Utah 
and eastern Washington and Oregon. Likewise the terri- 
tory of Oklahoma was, from the first, developed on the 
basis of 3-cent fares, and many other states and terri- 
tories have been so developed. The question of density 
of traffic and population has, therefore, not been a col- 
trolling, consideration. From the standpoint of either 
justice or reasonable public regulation, we are unable to 
offer any words of commendation in the face of such 
action. 

Further, other exceedingly serious defects in the railroad 
policy of the federal government might be cited whereil 
the said government, under the sanction of law, proceeds 
upon the theory that it has fhe right to participate in the 
enjoyment of exceedingly preferential services, rates and 
charges within the field of transportation, while casting the 
burden thereof upon the shipping and traveling public in 
the form of higher freights and fares. 

“Morally, the present policy under which the government 
makes itself a preferred patron of the railroads and 4 
participant in the use of preferential rates of pay—in some 
cases a free fare, in others less than the cost of the service, 
and in practically. all at less than fair compensation for 
freight and passenger services—is altogether wrong 12 
principle. These unreasonable service and rate conces- 
sions taken by the government in lieu of long-time Pay 
ments from the railroads for charter, land grant and bond 
aid considerations, are outrageously preferential and dis- 
criminatory and cast upon shippers and travelers least 
able to pay for transportation, higher charges than would 
otherwise be necessary if the government was required, as 
it clearly should be, to pay for its transportation In the 
same proportion that the general public does. If the states, 
counties, municipalities and the people are required to pay 
the established tariff charges for their railway service, = 
should the government be allowed to take unto itself = 
erential rates amounting in the aggregate to probably a 
more than an average of one-half of said tariff rates? Is 1 
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yny wonder that local state rates and fares are high? And, 
ncidentally, does not the effect of this policy answer the 
nuestion aS to why rates and fares were increased in 
pmounts ranging from 25 to 66 2-3 per cent in the face of, 
nd notwithstanding, the enormous increase in the volume 
of railroad traffic during the war years 1917 and 1918? 

rther, does it explain why there was a deficit in opera- 
ins amounting to approximately $200,000,000? ” 


FOREIGN TRADE CONVENTION 


The most important speech of the evening at the ban- 
niet of the sixth National Foreign Trade Convention, in 
hicago, April 25, was delivered by James A. Farrell, 
president of the United States Steel Corporation, on an 
‘American Maritime Policy.” 

“In connection with the development of American ship- 
ping,” said Mr. Farrell, “from first to last the impelling 
force of the process has been the dictates of necessity. 
jnything which could properly be called policy that has 
guided the process has been the product of a felt want, 
ad to that extent at least has lacked the element of de- 
jibrate choice.” 

Mr. Farrell then traced the growth of the merchant 
marine during the last century. In regard to the decline 
of American shipping in the fifties, he remarked: “It is 
ertain that the decline of our merchant marine was due 
to no falling off in the skill of American mechanics. It 
was they who made the essential improvements in Watt’s 
engine; who introduced the long stroke and invented the 
accepted type of paddlewheels, besides showing how speed 
could be increased by substituting for the bluff, heavy 
ype of steamship a more graceful contour.” 

Coming to the present situation, Mr. Farrell concluded 
that the “temporary appearance as a military necessity 
of the government of the United States as a shipbuilder 
aid shipowner on a colossal scale does not render it any 
less a fact that the future of the American merchant 
marine must depend on the attractions which it offers to 
he employment of private capital and the application of 
private enterprise. The steamship business is one requir- 
ing special and exceptional aptitudes. The men engaged 
in it have to match their wits against the keenest in the 
world; have to be prompt in decision, resourceful, ex- 
pedient and expert in the calculation of probabilities. 
hese are qualities which are not usually forthcoming 
when a government assumes the functions of private en- 
erprise. As a commercial proposition, government-owned 
hips in foreign trade could only result in disorganization 
if existing trade routes in which government ships might 
‘igage, While bringing about a complete paralysis of in- 
dividual effort to obtain for private American ships a 
lager share of American seaborne commerce. Thus, in 
he event of government ownership and operation of mer- 
lant vessels becoming a settled policy, the problem of 
he future of American shipping would solve itself by the 
‘linction of private endeavor.” 


Discussing the proposal to use our government-built 
hips for the benefit of the nation, Mr. Farrell said: 

Any policy which places at the disposal of any single 
lass of producers a fleet of government steamers is bound 
lo be unsuccessful. How, for example, under the policy 
indicated could it be determined in whose interest the 
peessity for the development of foreign trade was most 
Messing; what section of the country would it favor; 
- would it take account of the transportation of manu- 
ory wholly finished, half finished, or of crude ma- 
Re Hurley’s plan, with perhaps a few minor excep- 
he appeals to many shipping men of experience having 
fart the upbuilding of an American merchant marine 
: 4 plan dictated equally by business sense and equity 
td in the public interest.” 
at ae to the future, Mr. Farrell was of the opinion 
= ere “will be no return, for some time at least in 
eth of so-called pre-war prices of materials and 
<—S Shipbuilding materials and equipment are on a 
oe in the United States, since the signing of the 
nia than in any other producing country; ship 
mh and structural material having declined $12 per 
corer, With a corresponding reduction in collateral 
Foren iron and steel products. 
hide *ign ships in the past have worked their round of 

With profit because when they reached the regions 


THE TRAFFIC WORLD 


891 


of great production of bulky cargoes they found few or 
no rivals. This will no longer be the case, because the 
foreign ship which goes in ballast from a coal station or 
South American port to the east coast of North America, 
must reckon with the competition of the tonnage of the 
United States. 

“If in other respects we are able to meet the competi- 
tion of the world on equal terms, especially with types 
of ships built or to be built, comparable with those of 
our competitors, experienced in long voyage trades, the 
relatively high wages of American officers, engineers and 
seamen sufficient in umbers to operate economically with 
safety will not prove to be a serious handicap. Of course 
it is essential that laws requiring the employment of an 
excessive number of seamen or engineers, be repealed by 
the establishment of a definite policy. 

“On of the earliest requirements of the shipping situa- 
tion is likely to be a general international agreement 
about the employment of the agencies of ocean transpor- 
tation in the least wasteful and the most effective way. 

“The freedom of the seas, as a working formula of 
peaceful intercourse, should find a larger conception. It 
should stand for open ports and as free an interchange 
of commodities as the fiscal necessities of the nations 
will allow. To ourselves, with a merchant marine com- 
mensurate with the resources of our country, the lesson 
will come with new force, that to sell we must also buy.” 


Mississippi Valley and Foreign Trade 


“T am sure that the National Foreign Trade Council will 
welcome the Mississippi Valley Association as a factor to 
huge potentiality in developing the overseas trading ca- 
pacity of the valley of the Mississippi and its great trib- 
utaries,” said John M. Parker, president of the newly 
formed Mississippi Valley Association, addressing the for- 
eign trade convention, April 24. 


“Our people more and more are realizing that steady 
employment requires steadily employed industry, which 
in turn requires easy access to foreign markets and reg- 
ular foreign demand for our surplus production. And so 
it has followed that we of the great producing region 
known as the drainage basin of the Mississippi and its 
tributaries have organized for the purpose of using our 
combined strength to accomplish the following objectives: 

“(1) To develop an economic transportation system by 
utilizing our transportation lines of lowest natural resist- 
ance. 

“(2) 
access. 

“(3) To develop our agricultural, mining and industrial 
resources in such a way as to enable them to profit most 
from economic transportation.” 

The speaker then described the organization of the asso- 
ciation into committees to handle every phase of the prol- 
lem. 

“We feel that because of the extent of the Valley and 
the magnitude of its resources, the region as a whole has 
a common interest and a common responsibility not only 
to itself but to the nation at large, and that in solving 
our common problems of transportation, of commerce and 
industry in the most economic manner possible we are 
serving our country and the world in the most effective 
way. 

“By developing our economies we expect to reduce the 
cause of unrest. If we can do that, we will safeguard 
our country against internal trouble. 

“In the last analysis, the people of the Mississippi Valley 
are merely planning, through the Mississippi Valley Asse- 
ciation, to so shape their affairs as to permit their region 
to develop in a scientific and economic fashion to the end 
that they may contribute most in every way to the na- 
tional welfare.” 

Waterways Transportation 

“The people of our whole country now realize, as never 
before, that transportation is to-day our nation’s greatest 
need,” said James E. Smith, president of the Mississippi 
Valley Waterways Association, at the session April 25. 
“They know that our railways have practically reached the 
limit of their resources for public service, and that we 
must now use our navigable waterways as a part of the 
transportation system of our country. 

“We have in our.country the greatest natural waterways 
known in the world, but we have shamefully neglected to 


To develop, equip and use our ports of nearest 
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use them. We are the only country in the world that does 
not use its water highways.” 

Mr. Smith proceeded to point out that “the largest pro- 
portion of the exportable products of the country originate 
in the Mississippi Valley, and that the Mississippi River 
is the natural outlet to the sea for the shipment of these 
products. Especially is this true, he said, in relation to 
all shipments from this region to Cuba, Porto Rico and the 
Central and South American countries, and for all ship- 
ments passing through the Panama Canal for Pacific Coast 
and Oriental ports. 

“The people of the Mississippi Valley are now strongly 
insisting that these natural highways of commerce shall 
be promptly and properly improved and put into service 
for the benefit of the people; and they are also demand- 
ing that in the operation of our new merchant marine 
and in the development of our foreign trade, that regular 
steamship lines must be established that will operate to 
and from our Gulf ports, so that the flow of traffic to and 
from the Mississippi Valley may be moved through these 
ports.” 

After pointing out what he called the tardy and fruit- 
less policy which the government has been pursuing in the 
development of inland waterways, Mr. Smith said: 

“Our government should now take up the question of 
improving our inland rivers in a practical, businesslike way 
with the honest, earnest intention of prosecuting the work 
until it is completed, following the same progressive, in- 
telligent and businesslike methods that were employed in 
the building of the Panama Canal and in the winning of 
the great war. 

“All of the work to be done upon our main trunk line 
waterways should be entirely completed within a period 
from three to five years, and the government should then 
take up in the same way the improvement of all of the 
navigable tributaries which traverse the productive sec- 
tions of our country, providing them with channels of no 
less than six feet in depth. Furthermore, the adoption and 
carrying on of this proposed governmental undertaking 
would largely assist in the solution of another big prob- 
lem, which is now engaging the attention of our thoughi- 
ful men, namely, the employment of labor during the period 
of readjustment.” . 

Export Technique 


“The greatest trouble manufacturers have in developing 
foreign trade is lack of competent and plentiful help with 
export knowledge of languages and details,” said D. E. 
Delgado, export manager of the Eastman Kodak Com- 
pany. “A manufacturer going into the export trade should 
begin by selecting a man to look after the development 
of the business; one who has traveled, is thoroughly posted 
in export dealings and, if possible, one who has a knowl- 
edge of foreign languages. He should visit all the coun- 
tries with which he is doing business, and do the mission- 
ary work necessary in new territories so he may know 
where to send his salesmen and what to expect from 
them under the conditions. The export manager should 
control his export credits, as he is better able than the 
credit man to keep in touch with foreign conditions.” 


Proceeding with his analysis, Mr. Delgado stated that 
the requirements of a correspondent-salesman would be: 
“First, experience in the shipping business; second, knowl- 
edge of some of the languages of the territory which he is 
to direct; third, traveling experience; fourth, a man who 
@can code a cable efficiently and economically and who 
will not hesitate to use cables when necessary; competent 
to correspond in the customers’ languages, or at least 
capable of writing, in addition to Englsh, French and Span- 
ish.” Among other duties of this salesman, he “should 
see to it by regular visits to the shipping room that his 
orders move regularly, to prevent packers from dispatch- 
ing the smaller and easier orders in preference to heavy 
and more complicated orders; to see that stencils, binding 
and weights, gross, net and legal, conform to the require- 
ments of the tariff of the country of destination, and also 
to be able to get an idea as to the size and weight of the 
shipments in order to write to his freight broker to engage 
space and secure shipping permit for the transportation 
of the merchandise to destination. 

He should also see that “the invoices, which should be 
made in Spanish for Latin-American countries, show the 
net, legal and gross weights, as well as the measurement 
of each case, and in addition, the net weight of each class 
of item packed in such case.” Great care must be used 
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in marking and packing, as “a customer in any one town); 
apt to wish his goods classified under a certain paragraph 
of the tariff and a customer in another town may require 
the same goods classified under a separate paragraph of the 
same tariff, and any deviation would be apt to cause heayy 
fines at the customs and the manufacturer would face a 
heavy payment in addition to disturbing pleasant rela. 
tions. . 

“The order clerk must have a good schooling and a 
least a course in a business college; be familiar with the 
metric system; a man with good judgment to interpret an 
order; who should be able to decode a cable message, and 
who should be somewhat familiar with foreign languages, 

“The best man in the domestic packing room—and by 
this I mean the most careful and not the man who turns 
out the most work—should be the one selected to do for. 
eign packing, as very frequently each item, before being 
placed in the packing case, must be weighed for tegai and 
net weights and he must make a careful record of the 
contents of each case.” ° 


MONEY FOR WATERWAYS 


Resolutions asking Congress to appropriate immediately 
approximately $100,000,000 for the completion of water. 
ways projects on the Mississippi River and its large trib- 
utaries were unanimously adopted at the closing session 
of the second annual convention of the Mississippi Valley 
Waterways Association at St. Louis April 18. 

The projects already approved by Congress, but for which 
it has not yet provided funds, include the completion of 
a six-foot channel on the Mississippi from Minneapolis to 
St. Louis, a nine-foot channel from St. Louis to New Or-. 
leans, the construction of a six-foot channel from Kansas 
City, Mo., to St. Louis, on the Missouri, and a nine-foot 
channel on the Illinois River from Utica, IIl., to St. Louis, 
completion of the remaining three locks on the Ohio River, 
making that stream navigable from Pittsburgh to Cairo, 
and the admission of the Tennessee River to membership 
in the eighth district of the association. 

The establishment of a fleet of four towboats and twenty- 
four barges for hauling freight on the upper Mississippi 
is advocated. 

Another resolution urges the United States Railroad Ad- 
ministration to extend the same service and operation of 
boats on tributaries of the Mississippi as exists on trunk 
lines, and urges the extension of joint rail and river rates 
by the government. Extension of the jurisdiction of the 
Interstate Commerce Commission to waterways’ problems 
is also urged. 

James E. Smith of St. Louis was re-elected president of 
the association. 


LAKE-AND-RAIL RATES 


The Trafic World Washington Bureau. 


Rail-lake-and-rail and lake-and-rail rates from eastern 
states, Maine to West Virginia, inclusive, and from Que 
bec to western destinations, were, April 23, filed by Agent 
Davis, his I. C. C. A-6 being effective on one day’s notice. 
The tariff was filed in behalf of government-controlled 
and non-controlled lines. It cancels individual line tariffs 
so that all lake-and-rail differential rates will be carried in 
one issue. The tariff for eastbound rates will be ready 
in a few days. 


LAKE RATES AGREED TO 


The Trafic World Washington Bureau. 


At the meeting in Washington April 18 of the United 
States Shipping Board, the United States Grain Corpora 
tion, and representatives of vessel owners and shippers 
of ore, grain and coal on the Great Lakes, the Shippié 
Board sanctioned and requested the continuance, durins 
this year’s navigation season on the lakes, of the mobiliza- 
tion committee of the lake carriers, and formally approved 
the season’s base rates on ore, grain and coal which had 
been agreed to by the carriers, the shippers and the 
Grain Corporation and were by them presented to Lo 
Board, as follows: Ore, 80 cents per ton; coal, 42% 
cents per ton; grain, from Lake Superior to Lake = 
and from Lake Michigan to Lake Erie, April and May - 
ing, 3% cents per bushel and 3 cents per bushel, —, 
ively; June, July and August loading, 3 cents and 3 cen 
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respectively; September, October and November loading, 
3% cents and 3 cents, respectively; and December loading, 
including winter storage on vessel, 5 cents and 5 cents, re- 
spectively. The grain rates to Georgian Bay and Good- 
rich were fixed at one-half cent per bushel; to Port Huron, 
one-fourth cent; and to Collingwood, one-half cent per 
pushel under the Lake Erie rate. The rate to Detroit was 
made the same as to Lake Erie ports. 

The Shipping Board’s action as designed to effect a 
stabilization in the shipping business on the Great Lakes, 
so as to maintain an equilibrium in the labor situation 
and to aid, as much as possible, the transition from a war 


to a peace basis with a minimum of disturbance in all 


lines of business allied with lake shipping. 

The meeting was held in response to a formal invitation 
extended by the Board to all affected interests and its 
action Met with their unanimous approval. It is expected 
to produce extensive beneficial results in all lake indus- 
tries and will assure the Grain Corporation a certain and 
steady movement of what will probably be the greatest 
grain movement on the Great Lakes. 


RAIL-AND-WATER RATES 


The Trafic World Washington Bureau. 


An unusual amount of dissatisfaction is being expressed 
by shippers on account of what the Railroad Administra- 
tion has done or what they think it is about to do in the 
matter of rail-and-water rates and with rates to and from 
water competitive points. W. H. Chandler, for the Boston 
Chamber of Commerce, has protested to Director Thelen 
(who, by the way, is not in Washington and is not ex- 
pected back until the first week in May) against the man- 
ner in which the Railroad Administration is handling the 
ocean and rail rate situation to the southern ports. He 
thinks the instructions that have gone forward to the tariff 
and traffic officials are in violation of the implications the 
prior statements of the Railroad Administration carried, 
especially in that such rates are to be made effective be- 
fore shippers have been heard. He is asking for a hear- 
ing, although some of the men who are handling that mat- 
ter profess to be unable to understand exactly the points at 
which Mr. Chandler is driving. 

Mississippi Valley cities are beginning to take note of 
the fact that at the hearing on the Memphis-Southwestern 
case, held to Memphis by Attorney-Examiner Laroe early 
in April, W. F. Dickinson, for the Railroad Administra- 
tion, announced that the Railroad Administration would 
not undertake to justify departures from the long and short 
haul clause in rates to river points. 

That means that, while the Commission, in “Fourth Sec- 
tions Violations in the Southeast” indicated that it would 
allow the carriers fourth section relief on account of poten- 
tial competition, they are not going to offer any testimony 
as to the particular violations for which they asked for 
relief and as to which the issuance of specific permission is 
necessary if the rates, approved in general in the case men- 
tioned, are to continue in effect. 

It is obvious that if the carriers do not offer justifica- 
tion for what is in existence, the Commission will have to 
deny the relief and the railroads will have to line up the 
rates at the river points in accordance with the strict long 
and short haul rule of the fourth section. That would de- 
prive the river points of the rates which were put into ef- 
fect to meet water competition which does not exist either 
actually or potentially, because the only serious boat-line 
business on the Mississippi is that which is being managed 
by Theodore Brent for the Railroad Administration. The 
spirit of the law, shippers contend, will be violated be- 
cause there has been no change in circumstances or con- 
ditions, other than the disappearance of the boats that 
caused the lower rates to be made effective. 

At that hearing A. E. Helm, speaking for the Kansas com- 
Mission, demanded to know whether Mr. Dickinson was 
speaking for the Railroad Administration. At first Mr. 
Dickinson declined to say he was, but at the end of the 
hearing he changed his appearance from that of one of the 
railroad corporations to that of the Director-General. so 
that in that sense he was telling of a governmental policy 
when, in effect, he was saying that if the Commission fol- 
lows the rules it has laid down for itself in instances in 
Which carriers have failed to offer justification for depart- 
ures from the long and short haul rule, rates at hitherto 
water competitive points will be brought up to the level of 
rates prevailing at the interior, so as to avoid violation of 
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the long and short haul part of the fourth section. The 
significance of that announcement is just becoming known 
among the river cities, which have been led to believe that 
if they will advocate a five-year continuance of the Rail- 
road Administration boats will be restored to the river by 
the Railroad Administration. 

Analysis of the proposal, made by attorneys for river cit- 
ies, leads some of them to the conclusion that the first cost 
to them of continuing the Railroad Administration will be 
the raising of their all-rail rates to the level of the interior. 
Then, when that has been done, they figure the Railroad 
Administration may establish boat service, the rates on 
which will be eighty per cent of the all-rail rates. To most 
of the lawyers that does not look like a good bargain, even 
if it results in the re-establishment of boat lines. There- 
fore, some of them are protesting against the policy of the 
Railroad Administration. 

A few days ago Director-General Hines, in a speech, said 
the Railroad Administration would not, thereafter, en- 
deavor to make any justification for more favorable rates to 
inland river towns than to other points not so favorably 
situated. Not until then did the river towns begin to 
wake up, although the issue is squarely involved in the 
Memphis-Southwestern case and in the case recently filed 
by Meridian, Miss., alleging discrimination against Meri- 
dian in favor of Vicksburg and other Mississippi river 
towns. 

Chas. E. Cotterill of Atlanta, representing Greenwood, 
Miss., and speaking in behalf of some other towns in the 
Delta territory, was in Washington April 19 trying to put 
a quietus on the plan to raise rates to the river towns just 
because, as he thinks, the Railroad Administration hap- 
pens, temporarily, to be operating the principal boat lines 
on the inland waterways of the South. Cotterrill pointed 
out that if this plan should go through it would mean a 
complete reversal of policy followed by railroads in the 
South ever since the act to regulate commerce was passed 
and would likewise violate the principle of Director-Gen- 
eral Hines’ recent order forbidding material changes in the 
bases of freight rates on the part of the traffic officials of 
the Railroad Administration. ; 

Mr. Cotterill contends that the question of preferential 
rates to river towns is really a legislative and not an ad- 
ministrative question and he thinks it ought not to be dis- 
posed of without previous action by Congress. While the 
Poindexter bill was favorably reported by the Senate com- 
mittee just before Congress adjourned, Mr. Cotterill does 
not believe the Administration or the Commission ought to 
be influenced by that fact, since neither the Senate itself 
nor the House has taken any action regarding the proposal 
for a rigid long and short haul rule. 

It is expected that now that the river towns are finding 
out what has nearly happened to them they will not give up 
without a struggle. 

Operating officials of the Railroad Administration assert 
that labor on the water front and afloat is receiving such 
wages as to make it impossible to think of operating lake- 
and-rail or ocean-and-rail routes at rates lower than all- 
rail, but they are willing to undertake a'restoration of the 
service, in accordance with Director-General Hines’ orders, 
issued in March, when he informed the public that water- 
and-rail rates under all-rail would be restored. They are 
willing to do that so as to make certain they are right in 


‘their contention that the cost of service via rail-and-water 


is equal to all-rail, if not higher. 

The coastwise steamship lines released from federal con- 
trol, it is pointed out, are giving only a skeleton service 
now because costs are so great as to leave them nothing, 
after paying the cost of transfer from rail to water and 
from water to rail. Ninety-odd per cent of the traffic on 
rail-and-water rates, they suggest, originates in the interior 
and goes to the interior, so there are two transfers to be 
made. Economically, they believe, it would be better to 
leave the freight on wheels after it has once been put on 
them. The shippers, however, believe a saving is possible, 
hence the determination of the Director-General to re- 
store such rates. 

One of the great costs is that of common labor in mak- 
ing the transfer, first from wheels to water and then from 
water to wheels. When the deep water stevedores de- 
manded and obtained 65 cents per hour for the basic eight- 
hour day and $1 per hour for Sunday and overtime, the 
coastwise labor demanded and received like wages within 
a few days. Coastwise labor afloat, that ran submarine 


dangers only for a few days, also demanded and received 
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wages as high as the men who went through the sub- 
marine zones on every voyage. These factors alone, the 
operating officials claim, have destroyed the possibility of 
rail-and-water transportation at any rates less than the 
all-rail. 

When the committee from the Great Lakes Commerce 
Association came to Washington its members had an idea 
that it would be possiblesfor the Railroad Administration 
to persuade the Shipping Board to leave on the Great 
Lakes some of the 150 ships it is constructing in yards on 
the lakes and convert them into package boats to take 
the places of those diverted from the lakes when the In- 
terstate Commerce Commission ordered the rail lines to 
get rid of their boats. That ordering was done just in 
time to enable the rail owners of boats to sell them for 
much more than their original cost and thereby retire from 
a service which the Commission held was closed to them 
by the prohibitions of the Panama canal part of the act 
to regulate commerce. 

The Railroad Administration officials, however, were able 
to convince them that such a scheme of conversion would 
not be practicable. In the first place, every one retained 
on the lakes would be a small one for that service because 
each was built with a view to having it pass through the 
Welland canal into the Atlantic ocean. That would mean 
high unit cost on the freight transported. 

But, assuming that the small boats would be able to 
earn money in competition with the larger carriers that 
some time will be restored to the lakes, another item of 
cost would be their conversion from hatch to side port 
loading vessels. It was figured that it would cost $22,000 
to convert one of the small ships for use in the lake serv- 
ice. Lake warehouses are fitted to unload through side 
ports and not through hatches by the use of slings. That 
item of cost would be much to be absorbed in a season of 
five or six months. Hatch loading and unloading would 
be at prohibitive cost, because no lake warehouse is 
equipped for loading and unloading in that way. Still an- 
other item would be the decking of the boats, intended for 
bulk cargo carrying. The mere statement of these facts led 
to an abandonment of the scheme and the determination 
that, if possible, the Shipping Board would be persuaded 
to give up three ships now controlled by it which are of 
such construction that they could be utilized in the package 
freight service to which the lake-and-rail rail-lake-and-rail 
rates that are being checked in now would apply. 


AMERICAN CREWS 


The Traffic World Washington Bureau. 


Rapid Americanization of crews for American merchant 
vessels is announced by the United States Shipping Board. 
The statement is based on a report from the Sea Service 
Bureau of the Board, showing that out of a total of 6,985 
placed by the bureau on American ships in March, 1919, 
fifty per cent were young Americans who were trained 
on training ships maintained by the Shipping Board and 
that ninety per cent of the officers on American vessels 
are now Americans. The training of merchant marine 
officers was begun in June, 1917, and up to April 1, 1919, 
8,107 men, all American citizens, were graduated. From 
January, 1918, when training ships for firemen, sailors, 
cooks and stewards were established, 22,573 young Ameri- 
cans were accepted for training. 


OCEAN FREIGHT RATES 


The Trafic World Washington Bureau. 


Ocean freight rates fixed by the United States Shipping 
Board on ships owned or controlled by the Shipping Board 
are determined largely by competitive conditions which 
are taken in consideration when any steamship rate is 
made up, according to ratemaking officials in the Division 
of Operations of the Shipping Board. That is, rates which 
are charged by steamship carriers who are not under the 
control of the Shipping Board are considered when rates 
are established for ships under the control of the board. 

The rates are per ton of 2,240 pounds or measurement 
of 40 cubic feet, whichever gives the ship the highest earn- 
ings, except where specifically stated to the contrary. 
Ordinarily the rates apply at end of the ship’s tackles along- 
side the ship. Where steamship lines maintain regular 
service at stated intervals, the rates apply from the dock. 
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Freight rates on shipments of coal, per ton of 2,249 
pounds, from North Atlantic ports to European ports, ef. 
fective April 15, 1919, are announced by the United States 
Shipping Board, in European Coal Tariff No. 22, Serial No. 
48, as follows: 


To Bordeaux Havre, $22.50; Antwerp, Rotterdam, 
$22.50; Gothenburg (Sweden), $26. 50; Copenhagen, Ronne 
(Denmark), $27; Landskrona, Malmo (Sweden), $27; Oxe-. 
losund (Sweden), $28; Stockholm, $28; Marseilles, $26; 
Genoa, $26.50; Naples, $26; Trieste, Fiume, Venice, $31. 

Guaranteed ‘daily discharge is fixed as follows: Bordeaux, 
Havre, 700 tons; Antwerp, Rotterdam, Gothenburg, Copen- 
hagen, Ronne, Landskrona, Malmo and Oxelosund, 1.000 
tons; Stockholm, 1,500 tons; Marseilles, Genoa and Naples, 
iv 000 tons; Trieste, Fiume ‘and Venice, 800 tons. 

The conditions provide discharge as indicated, with time 
counting 24 hours after arrival of vessel, whether in berth 
or not, Sundays and holidays only excepted. If discharge is 
not completed within the time specified demurrage to be 
paid at rate of one dollar per net registered ton per run- 
ning day, payable day by day. 

Very few ships are avaidable for the shipment of coal to 
Europe at this time, although the demand for coal is 
strong. 

Rates of freight from North Atlantic ports to Australia 
and New Zealand have been established by the United 
States Shipping Board in Australia-New Zealand Tariff No. 
15-A, cancelling No. 13, and effective as of March 12, 1919, 
as follows: Naked weight (unpacked), per long ton, $15; 
packed weight, $18; rough general cargo, $25; fine general 
cargo, $30. 

Exceptions in iron and steel are as follows: 


Plain wire (galvanized and black), in bundles and coils, 
RN 8 iia anal aa i ahi rd ka a Gund RTE AS rg en gan eed atiaees ry 
Nails and tacks, per 2,240 lbs 8.00 
Wire rods and nail wire in coils, © sd 2,240 Ibs. or 40 cu. ft. 15. 00 
Barbed wire on reels, per 2,240 Ib 18.0 
Plain wire in barrels, per 2,240 ibs. 
Mattress wire in barrels, per 2,240 Ibs. 
ey SN a. 5 nh da md acdiaue sib Hid Wikio id dialed wea ReneS 15.00 
Bars and plates, packed, per 2,240 lbs 18.00 
bars and plates, packed, per 2,240 Ibs. ...........ccccccsccs 18.00 
Angles, tees, channels, zees, unpacked, per 2,240 lbs 
Angles, tees, channels, zees, packed, per 2,240 lbs 
Piling and beams, unpacked, per 2,240 lbs 
Piling and beams, packed, per 2,240 lbs 
Building and bridge material, unpacked 
If weight not over two tons, packed, per 2,240 Ibs. 
If measurement exceeds weight, not over two tons 
weight, per 2,240 Ibs. 
Structural iron (joists), if weight, unpacked, per 2,240 Ibs. 
Structural iron (joists), if weight, packed, per 2, 240 Ibs. 
BE MOORGUTORIONE, DOP BBO TI, ooscesccccsccccceccccescs & 25.00 
Galvanized and corrugated iron, packed or unpacked, per 
2,240 lbs. 18.00 
Tin plates, per 2,240 Ibs. 18.00 
Pipes, loose, up to 4 in. internal diameter, unpacked, per 
2,240 Ibs. 15.00 
Pipes, loose, up to 4 in. i 
2,240 Ibs. 18.00 
Pipes, over 4 in. internal diameter, per 2,240 lbs. or 40 
cu. ft. 25. 00 
Hoops, unpacked, per 2,240 Ibs. 
Hoops, packed, per 2,240 Ibs. 
Woven wire fencing, per 2,240 Ibs. or 40 cu. 
Concrete reinforcement, if weight, unpacked, per 2,240 Ibs. 
Concrete reinforcement, if weight, packed, per 2,240 Ibs.. 
Concrete reinforcement, if measurement, per 2,240 lbs.... 
Light rails for elevators and conveyors, unpacked, per 
SN ik el tt rae ahs eal st aaah an ei Saba adie OB EE UR 1 
Light rails for elevators and conveyors, packed, per 
2,240 lbs. 
ee Ee enn ten Ce enn 
Tinned and galvanized bottling wire, per 2,240 lbs 
Car wheels, loose, if weight, per 2,240 lbs 
Car wheels, loose, if measurement exceeds weight, 
2,240 lbs. 
Car wheels, on axles, per 2,240 lbs 
Bolts, nuts, rivets, staples, in cases, per 2,240 lbs 
Fence posts, iron or steel, if weight, unpacked, per 
2,240 Ibs. 1 
Fence posts, iron or steel, if weight, packed, per 2,240 lbs. 
Fence posts, iron or steel, if measurement, per 2,240 Ibs.. 


Rates on other commodities follow: 


Cocoa beans, per 2,240 Ibs. or 40 cu. ft., ship’s option 

Copper wire, copper trolley wire and copper rail bonds, 
per ton of 2,240 Ibs. or 40 cubic ft., at ship’s option.... 3 

Alcohol, cartridges, safety fuses, matches (safety and 
wax), metal polish (liquid), primers, varnish spirit, if 
loaded under deck, per ton of 2,240 Ibs. or 40 cu. ft 
ship’s option 

All hazardous cargo, loaded on deck, 
lbs. or 40 cu. ft., ship’s option 

Benzine, gasoline, naphtha, as may be arranged. 


per ton of 2,240 


In North Africa Tariff No. 21, Serial No. 46, cancelling 
Africa Tariff No. 2 and supplements, effective March 24, 
1919, the United States Shipping Board announces the fol- 
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- lowing rates of freight from North Atlantic ports to North The demurrage charges which have been in effect, Ship- 
1,240 Africa, $50 per long ton; Egypt, $60. These rates apply on ping Board officials said, did not tend to hasten the dis- 
» ef pieces or packages weighing up to 4,480 pounds each, cus- charge of cargoes. 


- tomary heavy lift scale to be added on excess weight. 


In West Africa Tariff No. 20, Serial No. 45, canceling Af- SHIPPING BO ARD OPER ATIONS 


rica Tariff No. 2 and supplements, effective March 15, 1919, 


lam, the following rates of freight from North Atlantic ports to The Trafic World Washington Bureau. 
Oxe west coast of Africa, are established: A decentralized plan of organization for the Division of 
$6: (1) (2) (3) Operations, U. S. Shipping Board Emergency Fleet Cor- 
"Rie kes of of 2 £ £ 3 poration, will become effective May 1. The purpose of this 
aux 35 5 gS Feo — 5 plan, so far as the necessities of a unified policy will per- 
my MO $0A md Sees _ ™ mit, is to delegate all problems of operation to Shipping 
000 of PS 36238 = Board agencies and through such agencies to establish 
sles S = gS £0 os nbd | S35 © direct dealings with managing and operating agents of the 
’ as Be Ags S050 <3 board. This relationship is to include examination and 
tai (4 ga ds Oget w § approval of accounts, through representatives of the comp- 
- A £3 =: uel és8 3 ‘roller, to insure prompt reimbursement for disbursements 
e is S2P2s¢9 foS525 g made by operators and managers for account of the Ship- 
- S54H48 LOeooa“d S ping Board. 
“un- . pom A 2 A It is also desired to afford exporters and importers the 
ommoaities. opportunity of dealing directly with authorized agents of 
‘icks, bolts, ts and washers, Ae Pedy aes - 
se ee ed phe wong earthenware, empty he Seige Board at all the principal ports of the United 
: ks, cement, coal, fuel, gin, iron, ates. 
1s fron — eee ems a hg 9 a The general offices will be in Washington. Districts with 
4 mo or Gtk, cae, ant, shooks, headquarters and assistant directors or district agents as 
ulia steel bars ond Plates, soap, ae $22.00 named will be as follows: 
vorked and rough) “ N ; ; a ‘ : 
=m oe iin “Sais ‘i — —_ gg eee River to Cape May, 
atin cowries, disinfectants, enamelware, ssistant Director, New York. — 
)19, felt, flour, furniture, glassware, guns, New England District—Atlantic Coast, Halifax, N. S., 
15; hardware, lamps, liquors, machinery, to Connecticut River, District Agent, Boston, Agent, Hali- 
ral wines, machetes, — oo fax , . s <s 
aints, paint oils, pipes (clay), pro- a aa , . 
Msions, rolling stock, spirits, sugar, Philadelphia District—Philadelphia and Delaware Bay, 
tar, tobacee se aa a te . District Agent, Philadelphia. 
Automobiles, beads, icycies, rassware, : A *at__T)i re ‘ 
a.” can sani caliien Baltimore District District Agent, Baltimore. 
5.00 cotton yarn, drugs, Florida water, South Atlantic District—Ports of South Atlantic, Hamp- 
= matches (safety). mirrors, musical in- ton Roads to and including Miami, Assistant Director, Nor- 
7 struments, perfumery, W ns, - . . i 
00 Jing machines, toys, yellow metal 3 a Ta oe bee Oc: tot ee 
— Commodities not otherwise specified.... ? 9 ’ . . 
r Acids, carbide of calcium and all other Gulf Districts—Ports Key West to Mexico, Assistant Di- 
“00 oer aad —_ carried only by rector, New Orleans. Agents—Key West, Fla., Tampa, 
00 Petrol 40.00 40.00 40.00 Fila., Pensacola, Fla., Mobile, Ala., Gulfport, Miss., Port 
ee The above rates are net and at per ton gross weight or Arthur, comprising Beaumont, Orange, Texas, Galveston, 
: measurement, at steamer’s option. eee comprising Texas City, Houston. 
-00 Above rates apply on pieces or packages weighing up to z > Con as 7 P 
-00 unt sound an” y For ghanee or packages in excess of 4,480 Pacific Coast District—All Pacific Coast Ports, Assistant 
r pounds each, customary heavy lift scale to be added. Director, San Francisco. Agent—Seattle, Portland, Los An- 
. , geles, Honolulu. 
00 In South Africa Tariff No. 19, Serial No. 44, canceling Great Lakes District—Great Lakes, including St. Law- 
ae Africa Tariff No. 2 and supplements, effective March 24, rence River to Montreal. Assistant Director, Cleveland. 
00 1919, rates of freight from North Atlantic ports to South = There will be for each district an assistant director or 
Africa ports are established as follows: district agent with a staff adequate to care for activities 
.00 of the district (where necessary agencies directly under the 
Per t Per ton of 2,240 Ibs. or 40 cu.ft. aa: ; * 
- 2,240 Ibs. ™ rat ship’s option. districts will be created); an assistant comptroller of dis- 
00 Dangerous trict auditor and staff sufficient to meet the volume of busi- 
- ‘id F sce pel ness of the district, with agency auditors at agencies where 
Tron goondeck necessary; an assistant treasurer or cashier for each dis- 
00 Flour, and steel. General atship- trict or agency where necessary will be appointed. 
00 — in bags. (See note). cargo. pers’ risk. 
00 outh Africa. 
00 7S. ny ae $27.00 SHIPPING BOARD STATISTICS 
00 Rast London . . . Statistics compiled April 18 by the United States Ship- 
00 Skeos, ie ¥ ; : f ping Board show that the board now has 151 steamships, 
00 Beira 33.30 23.30 30.30 _ 53.30 representing 950,000 deadweight tonnage, engaged in carry- 
a ogee nog and Steel a . ne Pg ye — ing food supplies to Europe. This is an increase of 600,000 
’ 21eSs, ates, n ’ ’ v ’ ’ ’ ; 
00 rods, bolts aa nuts, horseshoes, axles, trolley poles, staples, deadweight tons over tonnage engaged in relief work De- 
00 shafting, pipe, structural and bridge material, concrete rein- cember, 1918, and an increase of 150,000 deadweight ton- 
00 foreements, pig iron. nage over that in service up to March 1, 1919. 


Exceptions: The following iron and steel articles will be car- 
00 ried at weight rate, per ton of 2,240 Ibs.: Rails and accessories, 


00 Sheets, bars, angles, plates, nails, tin plates, plain wire, hoops, PORTS AND HARBORS 


00 Ses volts and nuts, horseshoes, axles, trolley poles, staples, 
“ Above rates apply on pieces or packages weighing up - eo a The Trafic World Washington Bureau. 
00 ounds weight each. For pieces or packages in excess of 4, iti Saat 
00 pounds woe each, oustdenay heavy lift scale to be added. PR... ps Ag —_ — a “a poe So 
Commodity rates, the shipping board announces, for the coasts of the United States capable of accommodating 
0 homeward cargo from above-named ports will be estab- vessels of 5,000 deadweight tons. Officials of the board 
. lished and quoted on application. predict that the revival of the American merchant marine 
The Division of Operations of the U. S. Shipping Board will result in a decided development of ports in existence 
announced April 23 that a surcharge of 25 cents per 100 and the establishment of new ports at advantageous points. 
10 Pounds will be placed on cotton shipments from Atlantic The 71 ports and harbors listed are divided into four 
and Gulf ports to Liverpool and London in lieu of de- classes—A, B, C and D—the classification being determined 
0 murrage. The board announced that this charge was made by facilities for handling shipments, “A” ports ranking 


necessary by delays in unloading cotton. The surcharge first in the way of facilities, such as anchorage area, rail- 
‘ becomes effective as of April 23, but will not be retroac- Way systems, crane, derrick and storage. 
{ tive, The surcharge, of course, will not apply until the Following is the list showing the 71 ports and harbors 
.. €xpiration of free time allowed for discharge of cargoes. capable, at M. L. W., or M. H. W., of accommodating ves- 
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sels of 5,000 D. W. tons, with an estimate maximum draft 


of 24 feet: 
Mean 
Tidal 


Water, 


Port 

Class “A’— 
Portland, Me. 
Boston, Mass. 
Providence, R. I 
New York, N. Y 
Philadelphia, Pa. 
Baltimore, Md. 
Newport News, Va. 
echoes cachongabieea eeee 
Wilmington, N. C 
Charleston, S. C 
Savannah, Ga. 
ee ee 
Jacksonville, Fla. 
Pi i. ccteseveteeneicrness 
Pensacola, Fla. 
Mobile, Ala. 
New Orleans, 
Port Arthur, Texas 
Galveston, Texas 
Los Angeles (San Pedro 

Wilmington, Cal.) 
San Francisco, Cal E 
eer *30 
ES. 6s ane daciaeeedeiadwem 
Seattle, Wash. 

A total of twenty-four (24) ports. 


Class “Br 
Portsmouth, N. H 
New Bedford, Mass 
Fall River, Mass 
Key West, Fla. 
Texas City, Texas 
Houston, Texas 
San Diego, Cal 
Astoria, Ore. 
Everett Harbor 
Beaumont, Texas 

A total of ten (10) ports. 


Class “C”’— 
Calais, Me. 
Bar Harbor, Me. 
Bass Harbor, Me. 
Bangor, Me. 
Castine, Me. 
EE, DS 60:60 0eeccectwonss 
Bath, Me. 
Belfast, Me. 
Machiasport, 
East Boothbay, 
Beverly, Mass. 
Lynn, Mass. 
Weymouth (Fore River), Mass... 
PUP, BEN. oc ccccecctecscces 
New London, Conn. 
New Haven, Conn 
Chester, Pa. 
Alexandria, Va. 
Port Royal, S. 
Fernandina, Fla. 
Mayport, Fla. 
Port Tampa, Fla 
Boca Grande, Fla 
Sabine, Texas 
Port Los Angeles, Cal 
Santa Barbara, Cal 
San Luis Obispo, C 
Oakland, Cal. 
DEORE, CML. 6.60 ccecccccescvenes 
A total of twenty-nine (29) ports. 


Class “D”’— 
PE, SOU, FU. cccccsccveccess 
St. Josephs Bay, Fla 
San Pablo Bay, Cal 
Coos Bay, 
Grays Harbor, Wash 
Willapa Bay, Wash 
Port Gamble, Wash 
Port Madison, Wash 

A total of eight (8) ports. 


Mean 
Tidal 
Range, 
Feet 


5 
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EXPORT REGULATIONS 


The Trafic World Washington Bureau. 


The War Trade Board announces that further relaxa- 
tions have been made with reference to the exportation 
of certain commodities to the northern neutral countries. 
Applications for export licenses will now be considered 
by the War Trade Board for the shipment of the follow- 
ing commodities to the countries mentioned, if accom- 


panied by the proper import certificate number: 
butter; Holland, bones and potato meal. 
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Norway}, 


The War Trade Board announces that it has been in- 
formed of the changes in the import regulations of Great 


Britain. 


The following commodities, which have hereto- 


fore been importable only under special license, may now 


be imported freely under general 


license: 


Hand-made 
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lace; antimony ware; Japanese lacquered ware; feather; 
for bedding and down, uncleaned and unpurified; too); 
and implements, as follows: Manure forks, hand cult; 
vators, hay forks, corn forks, potato hooks, digging forks 
sheep shears, hoes, garden shears, rakes, steel-headej 
scythes, pruning shears, sickles, pruning hooks, awl blades, 
manure drags, axes, hay knives, hatchets, pliers for sheep 
choppers, bill hooks, cleavers; spirits (if produced in ap) 
exported from any part of the British dominions) ; liquors: 
Holland gin; hair requisites; articles made of or ¢op. 
taining gold (when produced in or exported from any 
part of the British dominions); cocoa powder; canned 
lobsters; canned crabs, prawns, shrimps and oysters: 
dried fruits; ice. 

The War Trade Board announces that, at the request 
of the Food Section of the Supreme Economic Council and 
in accordance with the provisions of the agreement of 
March 13 and 14, 1919, between the representatives of the 
associated governments and the representatives of the Ger. 
man government (known as the “Brussels Agreement”), 
whereby Germany may import certain specified quantities 
of foodstuffs, shipments of foodstuffs from the United 
States to Germany will be permitted under license of the 
War Trade Board within the limits prescribed by that 
agreement. 

Exporters should file their applications with the Bureau 
of Exports, War Trade Board, Washington, D. C. No other 
formalities are prescribed for these shipments. 

This announcement does not apply to shipments of food- 
stuffs into that portion of the Rhine provinces of Germany 
occupied by the American and allied armies. All shipments 
into those provinces continue to be subject in all respects 
to the procedure set out in War Trade Board Ruling 630, 
issued on March 6, 1919. 

The attention of exporters is called to the fact that 
shipments to Switzerland of commodities on the “Free 
List” (see W. T. B. R. 648, issued March 15, 1919) should 
be consigned not to the S. S. S., but to the actual purchaser 
in Switzerland. Applications for export licenses for such 
commodities should show the actual purchaser as the 
proposed consignee. 

The War Trade Board announces, for the information of 
exporters in the United States, that it has been informed 
that a general import license has been issued permitting 
the importation into Great Britain, without individual 
license, of leather gloves. 

The War Trade Board announces that further relaxations 
have been made with reference to the exportation of the 
commodities mentioned below to Holland and Denmark. 
Applications for export licenses will now be considered by 
the War Trade Board for the shipment of these commoii- 
ties to the countries mentioned if accompanied by the 
proper import certificate number: 

Holland—Butter, calves’ stomachs and rennet, cheese, 
chicory, glucose, jams and marmalade, meats of all kinds 
and poultry, milk, condensed and powdered; seeds, vege- 
table; seccotine and similar preparations, such as rabbit 
glue; spices, vegetables. 

Denmark—Chicory, meats of all kinds, vegetables. 

The War Trade Board announces that the many relaxa- 
tions which have been made in the export and import regu- 
lations of the board since the armistice, and the recent 
changes and reductions in the enemy trading list, have 
made it possible that applications for export and import 
licenses may now be considered favorably which in the 
past it has been necessary to refuse. Applicants, there 
fore, who have heretofore received refusal notices of ex 
port or import licenses, and who are still desirous of mak- 
ing shipments, may reapply, and their applications will re 
ceive prompt consideration, it is promised. 


FAVORS HURLEY PLAN 


At a recent meeting of the directors of the Texas In- 
dustrial Traffic League, Mr. Lallier, chairman of the mer 
chant marine committee, reported efforts being made by 
New Orleans interests to obtain government ownershiP 
and private operation of all boats of the United States. 
It was Mr. Lallier’s suggestion that the league go 


record (and the league did go on record) as opposed to 
any such plan, but as heartily in favor of the plan advo- 
cated by Chairman Hurley of the Shipping Board, provid 
ing for private ownership and operation of the boats, sub- 
ject to the jurisdiction of the UWnited States Shipping 
Board. The secretary was instructed to advise Mr. Hur- 
ley of the league’s attitude. 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront persons dealing with traffic. A 
specialist on interstate commerce law, who is a member of our legal 
department, will give his opinion in answer to any simple question 
relating to the law of interstate transportation of freight. A traffic 
man of long experience and wide knowledge will answer questions 
relating to practical traffic problems. We do not desire to take the 
place of the traffic man but to help him in his work. Persons desir- 
ing immediate answer by mail or wire or a more elaborate treatment 
of any question—by the citation of authorities in a legal opinion, for 
instance—may obtain this kind of private service by the payment 
of a reasonable fee. The right is reserved to refuse to answer in 
this department any question, legal or traffic, that it may appear 
to us unwise to answer or that involves a situation too complex for 
the kind of investigation herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Bureau, Colorado Building, Washington, D. C. 


‘Reparation Claims 


\llinois—Question: Will you please explain for the 
benefit of several of your subscribers who are in doubt the 
reason for the agitation for reparation through Railroad 
Administration channels? 

Has any of the power of the Interstate Commerce Com- 
mission been curtailed with respect to the handling of 
reparation claims, and if so, why does the Commission 
continue to hear and pass upon complaints of this charac- 
ter? If the Commission still has the same power as for- 
merly, what do we care about the attitude of the Railroad 
Administration? 

Answer: Circular No. 7, issued by Director of Traffic 
Chambers, covering reparation, does not change in any 
way the rules or practices of the Interstate Commerce Com- 
mission. It merely contains instructions to carriers under 
federal control by which they are to be governed in the 
disposition of claims for reparation filed by shippers. 

In the future, in accordance with Circular No. 7, all 
claims for reparation which formerly were submitted di- 
rect by the carriers to the Interstate Commerce Commis- 
sion for its approval must first be submitted to the Direc- 
tor of Traffic for his authority to file with the Commission. 
It should be borne in mind that the provisions of Circular 
7 in no way affect the filing of the formal complaints with 
the Commission. The circular further states just what 
claims should be given consideration by the carriers. 


Advanced Rates Under General Order 28 


Louisiana.—Question: Kindly advise us as to the proper 
method of adding the 25 per cent advance on shipments 
as described below: 

During August and September of 1918 we received a num- 
ber of new tank cars from “A” on which combination to 
“B” was assessed. We figured the proper method of arriv- 
ing at the through rate was to use the old 5 cent mileage 
scale in effect prior to June 25, from “A” to B,” plus the 
commodity rate effective prior to June 25 of $48.97 per 
car, adding the two factors together and increasing the 
total by 25 per cent. 

The railroad, however, insisted that the charges from 
“A” to “B” should be figured at 614 cents per mile, which 
included the 25 per cent advance, plus commodity rate, in- 
cluding the 25 per cent advance south of “B.” The charge 
thus arrived at was some 71 cents higher than would have 
resulted had the 25 per cent advance been added to the 
total of the factors instead of to each separate factor. 

It is our understanding that the proper manner in which 
to compute the increased rate is to add the percentage in- 
crease to the total rates, using as factors the basic effective 
Prior to June 25 last. 

_ Will you kindly advise us in this regard with full author- 
ity governing? 

Answer: Each factor of the combination used in basing 
a rough rate in question should be increased 25 per 

nt. 


The basis you are using applies only to certain com- 
Modities specifically covered by Freight Rate Authorities 
Nos, 10 and 4161 of the United States Railroad Adminis- 
tration, and includes, with a few exceptions, the articles 
shown in Par. A, section 2 of General Order No. 28. This 
asis is published by some of the carriers in supplements 
to their various tariffs, but the majority of the carriers 
Make reference to E. Morris’ Tariff No. 228, I. C. C., U. S. 
1, and F. L. Speiden’s Freight Tariff No. 44, I. C. C. 267, 
Which issues provide the basis for constructing combination 
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rates in accordance with Freight Rate Authorities 10 and 
4161. 
Combination Rates 


Pennsylvania.—Question: A less than carload shipment 
of wire rope moves from “A” in Pennsylvania to “B” in 
Kansas. No through rates are in effect. The rate to Chi- 
cago, Ill., is 39% cents, to Mississippi river crossings, 46% 
cents per 100 pounds. The rate from Mississippi river 
crossings to “B” is 72% cents per 100 pounds. The rate 
from Chicago, Ill., to “B” is made by adding a differential 
of 5 cents to the rate from St. Louis to “B,”’ which, with the 
25 per cent increase, would make the rate from Chicago, 
Ill., to “B,”’ Kan., 79 cents per hundred pounds. The 
through rate based on the Chicago combination is $1.18% 
and the through rate based on the Mississippi river cross- 
ing is $1.19 per hundred pounds. 

You will note that the Chicago combination is the lowest 
by one-half cent. Our interpretation of I. C. C. Adminis- 
trative Ruling 5 (C) is that the Chicago combination 
should apply. Are we correct? 

The agent here states that if the rate from Chicago is 
made up of two combinations, one from Chicago to the 
river, plus rate beyond, then it is improper to use a 
through rate based on three combinations as against a 
through rate based on two combinations. The above rates 
are quoted from Agent Boyd’s I. C. C. A853. We contend 
that the rate from Chicago to destination is not a com- 
bination rate, as same is not made up of local rates, from 
Chicago to the Mississippi river plus rate beyond. The 
5 cents differential is much lower than the local fourth 
class rate. 

Answer: In accordance with Rule 5 (C) of Tariff Cir- 
cular 18-A, in the absence of a specific through rate from 
point of origin to destination, the lowest combination of 
rates via the routes over which the shipment moves is the 
lawful rate. 

It is the duty of the carriers’ agent, in the absence of 
routing instructions, to forward shipments via the cheap- 
est reasonable route known to him, regaraiess of whether 
or not a through rate based on three combinations is used 
via such route if such combination makes a lower charge 
than the combination on some other point. 

In this instance the combination based on Chicago is 
not a three point combination, as the rate from Chicago, 
Ill., to “B” is made a differential over St. Louis, and is not 
a combination rate. 


Storage Charges on Export Freight 


Massachusetts.—Question: Shipper prepares a large con- 
signment of goods for export, reservation having been pro- 
cured by a forwarding agent on a certain ship which has not 
yet arrived in port. On advice of the forwarding agent the 
rules governing the movement of export shipments are dis- 
regarded, and goods consigned locally to the port await- 
ing a G. O. C. authority. The ship is delayed in transit 
and demurrage charges accrue. The G. O. C. authority 
is at last received, but the local agent refuses to apply 
the G. O. C. authority on the cars awaiting the boat, stat- 
ing that the G. O. C. authority applied only on goods shipped 
from a certain local point where the shipment originated. 
The ship having arrived in port and damages having been 
discovered which necessitated repairs in dry dock, the ship 
was delayed for several days before the repairs were com- 
pleted. Meanwhile cars were unloadd at the pier and goods 
held at domestic storage rates, a heavy storage expense 
accruing on the domestic storage rate basis. Is the ship- 
per entitled to the benefits of the export storage rate to 
commence on date of the G. O. C. authority or is he obliged 
to pay the domestic storage rate for this shipment? 

Answer: If, as you state, the rules of the carriers gov- 
erning the movement of export shipments were disregard- 
ed the domestic storage rate is properly applicable on the 
shipment. The storage tariffs of the carriers handling 
freight to eastern ports, applicable on freight transshipped 
by water, provide that freight not consigned in shipping 
order and bill of lading for export which is ordered for 
exportation after arrival will be subject to storage rates, 
rules and regulations, applicable on domestic traffic. 

The published rules of the carriers governing the move- 
ment to and storage at the port of export freight must be 
complied with, and unless they are complied with ship- 
pers are not entitled to the benefit of export rates. 

Missouri.—Question: Several cars of coal moved from 
A to B subsequent to June 25 and prior to July 25, 1918. 
The bills of lading for these shipments were issued by the 
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initial carrier with no routing other than the name of the 
destination carrier shown therein. The initial carrier 
routed shipments via Junction C and the destination line, 
and charged a rate of $1 to Junction C and rate of 70 cents 
from Junction C to destination. 

A rate of 90 cents per ton, from origin to Junction D, 
and a rate of 40 cents per ton from Junction D to destina- 
tion was in effect at the time. Our contention is that we 
are entitled to this cheaper combination on Junction D. 
The carriers do not agree with us on this, inasmuch as it 
seems that the track connection between the ‘initial car- 
rier and the destination carrier at Junction D was not 
made until July 16, 1918. It would seem to us that as 
long as the rates were in effect via Junction D that the 
carriers should be compelled to give shippers the benefit 
of the combination via this Junction. 

Answer: Inasmuch as there was no physical connection 
between the initial carrier and the destination carrier at 
Junction D, at the time shipments movea, the route via 
that point was not an available route, even though rates 
were published to and from that junction. The rates to and 
from that junction were not necessarily published to apply 
to through traffic between the two carriers, but to cover 
local movements from and to that point. Had there been 
a physical connection at the time the shipments moved it 
would have been the duty of the agent of the initial car- 
rier to route the shipments via Junction D, but as there was 
no physical connection the agent of the initial carrier did 
not misroute the shipments in sending them via Junction 
C, the only available connection between the initial and 
destination carriers. 


Released Rates on Express Shipments 


New Jersey.—Question: Some time ago our Elkhart 
factory made a shipment to St. Louis of a flashback and 
filter for an acetylene generator. The full value of this 
was $35. Instead of leaving the express receipt covered 
by the $50 clause, they put on a value of $20. We put 
in a claim against the express company for the $35, but 
we are in receipt of a letter from them saying that, as 
the original receipt called for the $20, that limits their 
liability. Will you kindly advise us through your Traffic 
World whether the express company is correct in their 
contention? 

Answer: The Cummins amendment, which also applies 
to express companies, 33 I. C. C., 698, restores the law to 
full liability as it existed prior to the Carmack amend- 
ment of 1906, so that when property is lost or damaged in 
the course of transportation under such circumstances 
as to make the carrier liable recovery is had for the full 
value or on the basis of the full value, and therefore 
invalidates any limitation of that liability, wherever or 
in whatever form it is found, except as the second Cum- 
mins amendment might authorize the Interstate Commerce 
Commission to maintain express rates dependent upon 
the declared or released value of the property trans- 
ported. Thereafter certain express companies petitioned 
the Commission for an order authorizing the maintenance 
of express rates dependent on the value of the property 
shipped by express as declared in writing by the shipper 
or agreed upon in writing, and submitted for approval 
proposed classifiication rules and forms of express re- 
ceipts. In re Express Rates, etc., 43 I. C. C., 510, the 
Commission held that an order be entered authorizing 
the maintenance of existing express rates dependent upon 
the declared or released value of the property transported, 
and that a stipulated form of express receipt be used. 
This form provides that in consideration of the rate 
charged for carrying property, which is dependent upon 
the value and is based upon an agreed valuation of not 
exceeding $50 for any shipment of 100 pounds or 
less, and not exceeding 50 cents per pound actual weight 
for any shipment in excess of 100 pounds, unless a greater 
value is declared at the time of the shipment, that the 
shipper agrees that the company shall not be liable in 
any event for more than $50 for any shipment of 100 
pounds or less, or for more than 50 cents per pound 
actual weight for any shipment weighing more than 100 
pounds, unless a greater value is stated. 

The only authority for limiting the carrier’s liability 
to an amount less than the full value of the property 
lost or damaged is that the rate has been charged de- 
pendent upon the value declared or agreed upon. If, for 
instance, the shipper declares a value less than the value 
upon which the rate is based, so that no benefit accrues 
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to the shipper by reason of much lesser declared value, 
then there would be no consideration passing between 
the shipper and carrier for such declared or agreed value, 
and the shipper would be entitled to the full actual value 
of the lost or damaged property provided it did not ex. 
ceed the value fixed by the particular rate charged. 

Therefore, as the express companies have published no 
rate dependent upon values less than $50, assuming that 
the rate charged on the shipment in question valued at 
$35 was the same as would have been charged if the ship. 
ment was valued at $50, we are of the opinion that if 
the shipment described was lost or wholly destroyed and 
worth $35, that this amount can be recovered from the 
express company, even though the declared or agreed 
value was only $20. 


Measure of Damages to Shipment 
Middleman 


New York.—Question: In connection with your reply 
to “Illinois,” under caption “Measure of Damages to Ship- 
ment—Notified Through Middleman,” appearing on page 
708 of the March 29 issue, I beg to refer you to rule 1 
of Circular No. 6, issued by Manager Howard of the 
Claims and Property Protection Section of the Railroad 
Administration, which reads as follows: 


Invoiced Through 


The measure of railroads’ liability shall be the value of the 
property at the place and time the property is received by 
the carrier for transportation, except where the property is 
reshipped from the original destination under a new Dill of 
lading, the measure of liability shall be the value of the prop- 
erty at the place and time the new bill of lading is issued. 

In either case such value shall be arrived at from the pona 
fide invoice price, if any, to the consignee, provided the date 
of the invoice concurs substantially with the date of ship- 
ment; and the invoice price to the consignee shall govern, 
whether invoice is made by the consignor, the jobber or whole- 
saler. 


Does not this ruling, which it is stated is to apply to 
all unsettled claims under federal control pending decision 
by the Interstate Commerce Commission in the Dill of 
lading investigation, conflict with your opinion in the 
case referred to above? 

Answer: It seems quite clear that the purpose of rule 
1 in Circular No. 6, as promulgated by the manager of 
the Claims and Property Protection Section of the United 
States Railroad Administration is to permit the consignee 
to compute the loss or damage to property at the middle- 
man’s invoice price to the consignee, if the invoice price 
concurs substantially with the date of shipment, and to 
that extent does differ from the opinions that we have 
heretofore expressed in the columns of this magazine. But, 
with all due deference to this rule, we cannot accept it 
as authoritative law until it has been affirmed by the 
United States Railroad Administration itself and by some 
court of competent authority and reputation. This rule 
not only ignores the plain phraseology and meaning of 
section 3, paragraph 2, of the uniform bill of lading, which 
expressly provides that the loss or damage “shall be com- 
puted on the basis of the value of the property at the 
place and time of shipment,” but also specifically holds 
that “such value shall be arrived at from the bona fide 
invoice price,” which is clearly in conflict with the Cum- 
mins amendment in so far as such invoice price might not 
be farly representative of the full actual value of the 
properey, and is to that extent a limitation of the carriers 
liability and invalid under the act. We therefore stand 
squarely on the opinions that we have heretofore ex 
pressed in the columns of this magazine, and as are 
more fully expressed in our answer to “Oklahoma,” pub- 
lished on page 23 of the Jan. 4, 1919, issue of The Trafic 
World. 


RATES BASED ON VALUE 


The Trafic World Washington Bureau. 


New England packers have filed complaints against cal 
riers delivering hogs to them, alleging that they were 
forced to pay rates based on the value of the animals, not 
withstanding they were ordinary live stock, which action 
was in violation of the second Cummins amendment. They 
claim reparation of $56,000 on shipments moving betweel 
August, 1916, and August, 1918. 


You will get it quicker in the Daily Traffic World. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


er 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


(Digests taken from Reporters and Digests of National R 


LOSS OF OR INJURY TO GOODS 

nsurer: 

(Court of Appeals of Kentucky, Feb. 18, 1919.) If goods 
were in a car in possession of a railroad company as a 
common carrier, and accepted for immediate shipment at 
time they were burned, company was liable as an insurer. 
nsurer. 

| In an action by a shipper against a carrier, where ship- 
per did not rely upon any negligence of carrier, but based 
his right of recovery on the ground that the carrier was 
liable as an insurer, paragraphs of answer averring that 
carrier was not guilty of negligence were promply stricken. 
Warehouseman: 

A railroad in possession of goods by reason of their 
being placed in a car by a shipper, but not ready for im- 
mediate shipment, something remaining to be done by 
shipper, is a warehouseman, and not liable for destruction 
of the goods by fire, unless negligent. 

Liability Before Acceptance: 

A bill of lading is not necessary to show delivery of 
gods to a carrier or its acceptance of a shipment, and 
neither is a carrier liable for goods destroyed before de- 
livery of the goods, although a bill of lading has been 
issued. 

Consular Invoice: 

(Sup. Court of Wisconsin, March 4, 1919.) Under St. 
1917, Nos. 4148, 4164, consular invoice covering shipping 
from Germany to this country, issued and certified by the 
American Consul-General in Germany, pursuant to act 
Cong. June 10, 1880, No. 4 (U. S. Comp. St. No. §542), and 
Rey. St. Nos. 2855, 2862 (U. S. Comp. St. Nos. 5541, 5545), 
held admissible in evidence in action by consignee against 
initial carrier by rail in this country for damages to goods 
in transit. 

Under Rev. St. No. 2852 (U. S. Comp. St. No. 5540), in 
action by consignee against initial carrier by rail, value 
of goods shipped from Germany to this country held estab- 
lished at least prima facie by consular invoice issued by 
American Consul-General in Germany. 

Condition of Goods: 

(Supreme Court of Wisconsin, March 4, 1919.) In action 
for damages in transit against initial carrier by rail of 
shipment from Germany to this country, evidence held to 
show that shipment was in bad condition when’ received 
at custom house at destination, and had been opened and 
some of the goods abstracted. 

Carmack Amendment: 

Under Carmack amendment to interstate commerce act 
(U. S. Comp. St. 8604a, 8604aa), initial carrier by rail is 
liable for all intermediate carriers, including express car- 
ner at end of transit, until goods are received at their 
destination, and express carrier delivered as agent of initial 
carrier by rail. 

Private Siding: 

A track placed by carrier on its own land for use and 
‘onvenience only by shippers whose warehouses were ad- 
jacent thereto, was a “private or other” siding within 
uniform bill of lading, No. 3, providing that property 
When received from, or delivered on, private or other sid- 
ings, etc., shall be at owner’s risk until cars are attached 
‘0 trains, the words “or other” following word “private” 
ite not all other sidings, but sidings like private 
S s. 

CARRIAGE OF LIVE STOCK 
Joint Shipment: 
srr City Court of Appeals, Missouri, Jan. 27, 1919. 
eatth otion for Rehearing.) Owners of a joint shipment of 
~ May join in a suit to recover damages sustained by 


Duty of Carrier: 

Where shipment contract required shipper to unload the 
will be assumed that it was carrier’s duty to 
car at the unloading chutes, and that it was 
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then the duty of the stockyards company to unload them, 
acting as agent for shipper. 
Delay: 

In action for unreasonable delay in delivery of cattle 
shipment, plaintiffs cannot recover, where their evidence 
discloses an excusing cause, though no excusing cause 
was pleaded. 

Evidence held to show an unreasonable and unexplained 
delay in the transportation of cattle. 

In action for unreasonable delay in delivery of inter- 
state shipment, the burden of proof is not governed by 
Laws 1913, p. 177, making mere failure to transport within 
a reasonable time prima facie evidence of negligent de- 
lay, the question of burden of proof being a matter of 
substance, and not subject to control by laws of several 
states. 

In an action against a carrier for damages to a shipment 
of horses because of delay, evidence that the agent at 
the point of shipment informed the shipper as to when 
the shipment would reach destination held not offered 
for the purpose of, nor inadmissible as, varying the written 
contract of shipment. 

Evidence: 

In a shipper’s action against an initial and connecting 
carrier for damages due to delay in a shipment of horses, 
evidence that the initial carrier was not free from lia- 
bility for the delay, although a greater part of such delay 
occurred on the line of the connecting carrier, held to 
require submission to the jury. 
28-Hour Law: 

Where shipment is transferred from an initial to a con- 
necting carrier before the expiration of 28-hour period 
prescribed by statute for resting and feeding, the question 
of whether the connecting carrier exercised due diligence 
in completing the transportation is affected by the time 
consumed by the initial carrier. 

The duty of a carrier of live stock to rest, feed and 
water such stock as required by the 28-hour law is not 
dependent upon demands made by a caretaker accompany- 
ing the shipment, and his failure to demand compliance 
with the law is no defense in the shipper’s action for 
damages. 

Where an initial carrier accepted a shipment of horses 
and delivered them to a connecting carrier 26 hours and 
10 minutes later, it was error to submit to the jury the 


~ issue of negligence in failing to unload the shipment for 


rest and feed, as required by the 28-hour law. 
Damages: 

In a shipper’s action for injuries to a shipment of horses 
because of delay in transit, an instruction as to damages, 
based on the market value, held not erroneous, as making 
the evidence of value introduced conclusive on the jury. 
Limited Liability: 

Where rates for intrastate shipments are based on the 
value of the property as set out in the contract, a provi- 
sion thereof limiting the carrier’s liability to that amount 
is valid, even with respect to loss occasioned by its neg- 
ligence. 

Where, under the circumstances stated, the shipping 
contract contains no express provision that the carrier’s 
liability is limited to the value therein stated, the same 
result follows from recitals that the rate is based on such 
valuation. 

A statute (Gen. St. 1915, No. 8469) providing that a ear- 
rier shall be liable to the shipper for loss or injury caused 
by it to property in shipment, and that no contract or 
regulation shall exempt it from such liability, does not 
prevent the amount of recovery for such loss or injury 
being limited to the value stated in the bill of lading, on 
which the freight charged is based. 


VALUATION ARGUMENTS 


The Trafic World Washington Bureau. 


Arguments were begun April 21 on the valuation re- 
ports the Commission has submitted to the railroads con- 
cerned for their criticisms and suggestions both as to law, 
facts, and the conclusions of law to be drawn. The Elgin, 
Joliet & Eastern, the stock of which is owned by the 
United States Steel Corporation, was brought forward 
first for discussion by William Beye as attorney for the 
railroad company, J. E. Benton, for the bureau of valua- 
tion, and W. A. Shaw and Charles E. Elmquist, for the 
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valuation division of the National Association of Railway 
and Public Utility Commissioners. 

Mr. Beye took up the issues between the railroad com- 
pany and the valuation bureau created by their inability 
to agree as to the proper way to handle the cost, to the 
E., J. & E. and the railroads controlled by it, of re-locating 
the tracks of trunk lines, so the railroads that expected 
to serve the plant at Gary, Ind., could build proper yards 
and running tracks. He maintained that the expense of 
moving the trunk line tracks was akin to the cost of 
clearing the ground of obstructions, while the questions 
asked by P. J. Farrell, solicitor for the Commission, were 
taken as indicating that that expense should have been 
borne by the steel corporation. He discussed the proper 
accounting for the rails used in re-locating the tracks of 
the trunk lines; appreciation, reproduction less depreca- 
tion and interest during the construction. 

The engineers for the Commission estimated that the two 
parts of the E., J. & E. could have been built, one in 18 
months and the other in 22. The testimony in behalf of 
the E., J. & E. was that that could be done only in the 
event a great drive were made to get the work finished. 
The Commission, Mr. Beye said, applied only the low cost 
unit prices which would have been possible only in the 
event the work was done in such way as to have required 
44 months. He suggested that either the Commission 
would have to allow more time or higher unit prices. 

In arguing on the tentative valuation placed on the 
property of the Elgin, Joliet & Eastern, J. E. Benton for 
the bureau of valuation, criticized an item of $4,000,000 
claimed by the railroad company as part of its investment 
because it had to deposit that amount of money with 
the Chicago, Lake Shore & Eastern, one of the roads con- 
stituting part of the Elgin, Joliet & Eastern, as improper 
because, he claimed, it is a mere bookkeeping arrange- 
ment between the two properties of the steel corporation, 
the president of the Elgin, Joliet & Eastern being also 
ithe president of the Chicago, Lake Shore & Eastern. He 
said the transaction was made in this way: When the 
Lake Shore & Eastern demanded $4,000,000 as a deposit 
to guarantee the execution of the lease and the return 
of the property, the Elgin road issued $4,000,000 worth of 
its stock, which it sold, at par, to the Federal Steel Com- 
pany, also a subsidiary of the steel corporation. Then 
the Federal transferred the stock to the Lake Shore & 
Eastern, the effect of the transaction being that the Lake 
Shore & Eastern gets the dividends from the E. J. & E. 
stock ‘and thereby siphons to the steel corporation the 
handsome earnings the Elgin obtains from the trunk lines 
for hauling the materials of the steel corpo’ ation” to the 
trunk lines. 

As to interest on the investment during construction 
Mr. Benton said that the railroad company is claiming in- 
terest for delays in obtaining franchise rights, during 
which he said the money would not be idle, because rail- 
roads are not begun until after the franchise rights are 
obtained. Besides, in reproduction, the assumption is that 
all the promotion work has been done before construction 
is begun. He said the estimate that it would take forty- 
four months to reproduce the E. J. & E. is a partisan one, 
made by an engineer whose partisanship was obvious 
while he was on the stand. It took only forty-two months 
to build the Puget Sound extension of the Milwaukee roads, 
a distance of 1,900 miles. 

The value of only one parcel of land was in dispute. 
That is in South Chicago near the Calumet river, there 
being a difterence of nearly half a million on forty-seven 
acres, the valuation bureau having valued it at $10,000 
an acre, or $470,000, while the railroad company is insist- 
ing upon a valuation of about a million. 

“TI am not asking the Commission to cut down the bur- 
eau’s valuation,’ said Mr. Benton. “I think the bureau 
has been generous, and al) I ask is that the Commission 
say no injustice has been done.” 

Does the earth or sand placed in a railroad embankment 
shrink is the only real big question raised during the 
argument. W. A. Shaw of the Illinois commission ques- 
tioned the allowance of 10 per cent for shrinkage in the 
quantities of earth taken from cuts and borrow pits to 
make up the embankments. He said it had come to be 
the fashion to allow 10 per cent credit for shrinkage. That 
is to say, that where the cross-section measurements show 
1.000 cubic yards of earth, there is an allowance for the 
cost of moving 21,000 cubic yards. That allowance is 
made on the assumption that the pounding of the engines 
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and cars compresses the earth or sand so that if it wer 
packed back again in the cuts and borrow pits from which 
it was taken by those who made the embankment and as 
much compressed as in the embankment, it would take 
ten per cent more to fill the cuts and borrow pits than 
was taken out of them. 

The Illinois commissioner said, after examining all the 
books and writings on the subject to be found in the 
libraries in Chicago, he had come to the conclusion that the 
assumption rests on nothing more substantial than the 
experiments made by Ellwood Morris, an engineer whoge 
specialty was building canals, made in 1841 on embank. 
ments that, if placed together, would reach no more than 
three-fourths of a mile. J. C. Trautwine, engineer for the 
Panama Railroad, Mr. Shaw said, incorporated the Morris 
observations in his hand book, which, he said, is the Bible 
of the engineers. He said that, generally speaking, Amer. 
ican and English engineers have been saying the earth js 
compressed, while German engineers have insisted that 
sand and clay swell after being taken out of cuts and bor. 
row pits. 

In view of the paucity of data, Mr. Shaw suggested the 
Commission should not make that allowance unless and 
until it has conducted experiments of its own, in eo. 
operation with railroads and state commissions. He sug- 
gested that the elevated tracks of the Milwaukee between 
Chicago and Evanston furnish an opportunity, because the 
earth that is to fill in the concrete structures on which the 
rails will be laid will keep the earth in place, so that 
tne compression, if any, can be measured. 

One of the declarations made by Mr. Shaw was that it js 
easier to plow up a railroad right of way that Virgin 
sod. That interested Commissioner Meyer, who remarked 
that he had had some experience in plowing and he had 
found it was harder to plow up a country road than the 
adjoining prairie. In fact, it was inferred that his experi- 
ence at one time or another had been disquieting, as if 
his plow handles had flown upward unexpectedly when the 
share hit the hard packed soil of the road. 

“The country road is packed harder because the wheels 
come into contact with the earth; in a railroad embank- 
ment the ballast constitutes one cushion and the rails an- 
other,” observed Mr. Shaw, who told of his experience in 
having a brick sidewalk laid on top of a big sewer he built 
in Louisville. He wanted to place the bricks somewhat 
above the level of the sand covering the sewer so as to 
allow for the packing or shrinking. The engineers, how- 
ever, said no, because he had puddled the sand as he put 
it back into the trench. Mr. Meyer wanted to know if 
the speaker had not had experience in setting fence posts, 
in which operation the setter often finds he has not earth 
eiough to fill the hole, notwithstanding the fact that a 
post has been put into the hole and the earth has been 
displaced. 

“Yes, but you lost some of the earth in the high grass 
surrounding the hole,” observed Mr. Shaw. He estimated 
that if the ten per cent allowed for shrink is made, the 
result will be the same as giving the railroads an addi- 
tional investment of $75,000,000, which is something he 
thinks the Commission should not do without experiment to 
test the soundness of the theory. 

“I think that, in view of the challenge that has been 
made of the ten per cent theory,” said Charles E. Elm 
quist, “it would be well to say that it rests on as good 4 
foundation as some Indian legends and about as sound 4 
basis of fact as that if a black cat crosses your path from 
right to left you will have bad luck.” 


Mr. Elmquist had few criticisms to make of the report of 


‘the valuation bureau, although he did call attention to the 


wide divergence between the estimates of the value o 
the land made by the bureau and the Illinois commissi0, 
the greatest disparity being the values on the farm lands 
around Waukegan. There the state authorities estimated 
the value at less than the bureau, while at the south end 
of the line the state’s valuation was higher. 


COMPENSATION CONTRACT 


A compensation contract has been made by the Railroad 
Administration with the Ocean Steamship Company of Sa 
vannah, the stock of which is held in trust for the Central 
of Georgia, which, in turn, is owned by the Illinois Central 
The contract calls for $1,048,782. 


Samples of the Daily Traffic World may be had 
for the asking. 
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Miscellaneous Decisions 


Traffic Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 


i] 
TRANSPORTATION AND DELIVERY BY CARRIER 


Bills of Lading: 

(Supreme Court of Kansas, March 8, 1919.) (Syllabus 
py the court.) In the year 1916 a California shipper de- 
livered to a carrier goods for transportation to Hutchinson, 
Kan. The carrier issued to the shipper an order bill of 
lading, with a notation to notify a Hutchinson dealer. 
The shipper drew drafts on the dealer, attached to them 
the bill of lading, properly indorsed, delivered them to a 
pank, and received credit on its checking account with 
the bank for the face of the drafts. The bank expected 
to charge interest during the suspension period and to 
charge back the drafts in case of necessity. The drafts 
were dishonored. The dealer sued the shipper for dam- 
ages for breach of contract and attached the goods while 
in possession of a terminal carrier at Hutchinson and 
garnished the terminal carrier. The bank replevined the 
goods. After obtaining possession of the goods, the bank, 
at the request of the shipper, delivered the bill of lading 
io the terminal carrier, and the shipper diverted the goods 
io Philadelphia, Pa. The dishonored drafts were returned 
to the shipper, who delivered to the bank new drafts on 
the Philadelphia consignee, but received no credit for 
them. The attaching dealer intervened in the replevin 
suit, and set up the attachment and garnishment proceed- 
ings. Held, negotiation of the bill of lading by the ship- 
per vested in the bank title to the goods and right of 
possession. No attachable interest remained in the ship- 
per and, the attachment being barren, the dealer had no 
standing to require the bank to account for the goods or 
any excess in value over the face of the original drafts. 
Order Bill of Lading: 

(Supreme Court of Georgia, Feb. 24, 1919.) When an 
owner of goods delivers them to a railroad company to 
be shipped to a designated point, and a bill of lading is 
issued to the owner, in which he is named as both shipper 
and consignee, and which contains a direction to “notify” 
a third person, it is the duty of the railroad company, 
uless otherwise instructed by the owner or by some 
holder of the bill of lading properly indorsed, after trans- 
porting the goods to the place of destination, to make 
delivery thereof to the holder of the bill of lading, or one 
duly authorized by such holder to receive the same. The 
company is not authorized to make delivery to the person 
designated to be notified, to whom the bill of lading has 
hever been assigned, or to any other person acting upon 
his order. Florida Central, etc., R. Co. vs. Berry, 116 Ga. 
19, 42 S. E. 371. Therefore, such a delivery would amount 
to a conversion.—Merchants’, etc., Transportation Co. vs. 
Moore, 124 Ga. 482, 52 S. E. 803; Brothers vs. Horne, 140 
Ga. 617, 79 S. E. 468. 

Where the shipment involved transportation between 
points in different states over the lines of several connect- 
ing railroads engaged as common carriers, and the conver- 
sion Was committed by the last carrier by making a wrong- 
ful delivery of the goods, the holder of the bill of lading 
had an option to sue the initial carrier under the provisions 
of the act of Congress commonly called the Carmack 
amendment (U. S. Comp. St.—8604a; Georgia, ete. Ry. 
Co. vs. Blish Co., 241 U. S. 190, 36 Sup. Ct. 541, 60 L. Ed. 
448), or to sue the last carrier (Southern Ry. Co. vs. 
Morris, 147 Ga. 729, 95 S. E. 284); and where the holder 
of the bill of lading obtained a judgment for the conver- 
lon against the initial carrier alone, the judgment not 
being one against the last carrier, it will not amount to 
such liquidation of the demand between those parties as 
‘o render it subject to garnishment at the suit of a cred- 
itor of the holder of the bill of lading. 

DELAY IN TRANSPORTATION ON DELIVERY 
Evidence: 


(Cireuit Court of Appeals, 9th Circuit, Feb. 3, 1919.) 
ere the bill of lading required the carrier to transport 
€ goods with reasonable dispatch, it was not error, in 
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an action for delay, to admit testimony of the shipper that 
he was told by defendant’s clerk, through whom the ship- 
ment was made, when it would reach its destination. 
Interstate Shipments: 

(Kansas City Court of Appeals, Mo., Jan. 27, 1919. On 
Motion for Rehearing.) An action for negligent delay in 
transportation of interstate shipment will be governed by 
the rules of decision prevailing in the federal courts. 


REGULATION OF COMMON CARRIER 


Interstate Commerce: 

(Court of Appeals, Kansas City, Mo., Feb. 17, 1919.) <A 
shipment intended for another state will not be deprived 
of its interstate character by being billed to an immediate 
point in the state of its origin, but the initial shipment 
must be the beginning of an interstate journey. (Ed. 
Note.—For other definitions, see Words and Phrases, First 
and Second Series, Interstate Commerce.) 

Where vegetables were billed from and shipped to points 
in the same state, and were not intended for another 
state, but after the car arrived at destination the shipper 
entered into a new agreement with another company to 
ship to another state, this could not relate back to the ori- 
gin of original shipment and change its character so as to 
hold the initial carrier liable for damages while in the 
possession of the latter, under the Carmack amendment 
(Comp. St. Nos. 8604a, 8604AA). 

Filing Rates: 

(Sup. Court of Kansas, Jan. 11, 1919. On Motion for 
Rehearing March 8, 1919.) In the absence of evidence 
to the contrary, it will be presumed that the schedules of 
rates and regulations in use by a carrier have been prop- 
erly filed with the utilities commission. 


WANT GREATER COMPENSATION 


The Trafic World Washington Bureau. 


The first hearing in an entirely new line of work placed 
on the Interstate Commerce Commission was held April 21 
by a board of referees composed of Chairman Aitchison, 
Statistician Lorenz and Attorney-Examiner Hagerty. ‘They 
sat to hear the testimony of the San Antonio, Uvalde & 
Gulf in support of its application for greater compensa- 
tion under the federal control law than was tendered it 
by the Railroad Administration. Its 313 miles of line are 
all in Texas. The construction was begun in 1909. It is 
now in the hands of A, R. Ponder, as receiver. 

As compensation the Railroad Administration offered it 
$55,928.38, which is the average of the net railway operat- 
ing income for the three years of the test period ended 
June 30, 1917. Mr. Ponder declined that sum on the 
ground that it is not as much as the railroad might rea- 
sonably have been expected to earn in 1918 had there 
been no war and had the government not taken over the 
property. 

According to the Texas commission, the property of the 
road is worth $5,402,420. The Interstate Commerce Com- 
mission has made some valuation figures which have been 
served on the carrier for information, but they have not 
been adopted by the Commission as its findings of value, 
either of the cost of construction, cost of reproduction new, 
less depreciation or anything else. 

A. R. Watson, as attorney for Receiver Ponder, made a 
statement for the record, the substance of which was that 
the railroad is seeking as compensation a sum equal to 
what the property would have earned had there been no 
war and had the government not taken it over. The re- 
ceiver’s estimate as to that is $347,585, or something more 
than six per cent on the Texas commission’s valuation, 
which the company did not adopt, but which was put into 
the record for what it might be worth. Mr. Watson put 
the receiver on the stand to tell about the property of the 
company, what its prospects were, and what might have 
been expected had it been left in the hands of its owners 
or their representative, the receiver. 

The hearing on the application of the San Antonio, 
Uvalde & Gulf was adjourned April 21, in the midst of the 
testimony of Receiver Ponder, on account of the illness of 
Nathan Matthews, attorney appearing for the Railroad 
Administration, who was not feeling well at the beginning 
of the hearing that day. 

The referees will take a look at the property some time 
the week beginning April 27, Mr. Ponder having suggested 
that that would be the best way in which to obtain an ac- 
curate idea as to the state of development along its lines. 
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One of the allegations in respect of the road is that the 
land is being brought under cultivation so rapidly that if 
the government had left the property in the hands of the 
receiver it would, by this time, have been earning about 
$347,000 a year. It was Mr. Ponder’s idea that if the ref- 
erees could have a look at the property they would have 
a keener appreciation of the physical characteristics of the 
territory through which the road is operating, and particu- 
larly understand the testimony that it is a rapidly develop- 
ing section. 

When they return, the taking of testimony in support of 
the application for a greater compensation than the Rail- 
road Administration has tendered will be resumed. Mr. 
Ponder had not much more than finished an outline of the 
history of the construction when it was necessary to ad- 
journ the hearing. 

A hearing on the application of the Chicago, Terre Haute 
& Southeastern for greater compensation than offered by 
the Railroad Administration was had before the board ot 
referees, April 23. F. H. Jeffery, assistant auditor for the 
company, and J. J. Averitt, general freight and passenger 
agent for the company, were put on the witness stand by 
W. F. Peters, solicitor for the company. The testimony 
of the assistant auditor was wholly documentary and sta- 
tistical, purporting to show that subnormal conditions pre- 
vailed during the test period, in which time, according to 
the certificate of the Interstate Commerce Commission, it 
earned an average operating income of $926,494. The com- 
pany claimed, in its negotiations with the Railroad Ad- 
ministration, that the true operating income during the 
test period should have been stated to be $988,349. 

The application is for an annual compensation amount- 
ing to $1,372,805. 

The hearing on the application of the Chicago, Terre 
Haute & Southeastern was recessed on April 23 to May 8 
to enable the Railroad Administration to prepare statistics 
to rebut the inferences the applicant carrier sought to 
create by means of compilations of figures made to show 
its revenues and expenses from 1911 and onward to the 
date on which its property was taken by the government 
for war use. The Administration desired time also to 
check figures put into the record by the applicant. Its fig- 
ures were supplemented by a brief statement, under oath 
by its solicitor general, Mr. Peters, of the history of the 
company and the reason for a big expenditure in develop- 
ing a new coal field in Indiana. That development ex- 
penditure, he said, was made necessary by the acquisition 
of mines which formerly shipped over the Southeastern by 
interests that diverted the tonnage to the Monon. 

Mr. Matthews, for the Railroad Administration, said it 
was not necessary for Mr. Peters to do that because he 
would accept declarations as to that without the necessity 
of Mr. Peters turning witness. 

Just before asking for a recess Mr. Matthews discussed, 
for the benefit of the referees, the question as to how they 
should come to a conclusion as to the just compensation. 
He said it is primarily a question of eminent domain, but 
that there was practically no authority in American books 
to guide the board in making compensation for a taking for 
a limited time in which the compensation naturally would 
be compounded of up-keep and money paid as rent. The 
European rule for calculating the value of a piece of prop- 
erty with its income as the starting point, his remarks 
seemed to imply, would be the one he would urge on the 
referees. The standard would be the “fair net, maintain- 
able income.” In answer to a suggestion from Chairman 
Aitchison, he said one would attain the same end by his 
method as by the application of the American rule, which 
is that the property to be taken is the price which would 
be accepted by the owner willing but not compelled to sell 
to a buyer who was not compelled to buy, but he would 
arrive by a short cut. 

The discussion was merely outline and informal, but the 
probabilities are that when the argument is undertaken, the 
age-old question of what is a fair price to be paid for 
something taken by the government from a citizen will be 
debated at length and with as wide disagreement as has 
been shown by attorneys engaged in condemnation cases. 
In the discussion not one reference was made to a value 
that might be found by putting the property to its best 
possible use, which is a phase of the subject that is infre- 
quently brought forward in the courts. 


We act as the Washington representative of 
Daily Traffic World subscribers. 


THE TRAFFIC WORLD 


Vol. XXIII, No, I 


REVISION OF CIRCULAR NO. 41 
The Trafic World Washington Bureny 


Director Prouty’s promise in respect of P. S. and 4 
Circular No. 41, made in a letter to R. L. Stover unig 
date of April 5, and published in The Traffic World Apyj 
12, has been redeemed by a recasting of the second par, 
graph in that circular by means of Circular 01-A, under day 
of April 9 (as noted in The Traffic World of April 12), 

That revision does not bring the circular into conformity 
with the views of shippers who have taken an interest jj 
the subject. It is out of harmony with the decisions of th 
courts for more than a century back and out of line wit 
the conference rulings made on the subject by the (Cop. 
mission. Inasmuch as that is the fact, it is suggested tha 
the losers will be such shippers as have comparatively 
small claims and therefore cannot afford to go to a cour 
for redress in the form of interest for the whole time the 
carrier has wrongfully had the money of the claimant, 
Big shippers, having large claims, will not be content ty 
receive interest only from the date of the presentation of 
claims, but will insist upon payment in full. 

The text of Accounting Circular No. 41A, issued by 
Director Prouty, under date of April 9, is as follows: 

“P. S. & A. Circular No. 41, issued October 29, 1918 
seems to be unfair as to claims presented previous to No- 
vember 1, 1918, and is accordingly amended by striking 
out paragraph 2 of the original circular and inserting in 
lieu thereof the following: 

2. In case of claims presented prior to November 1, 191f, 
interest shall be paid from the day of presentation. If a settle. 
ment has been made during federal control upon a different 
basis, the claim shall be readjusted upon the interest basis here 


prescribed. In the making of payment fractions of the month 
shall be disregarded, as is provided in paragraph 1. 


HINES AVOIDS DISPUTES 
The Trafic World Washington Bureau, 


Director-General Hines, in Supplement No. 20 to General 
Order No. 27, which provided for wage increases, dated 
April 22, announces that he “has not and will not become 
involved in jurisdictional disputes between organizations 
of employes.” 

It seems that disputes have arisen among organizations 
of railroad employes as the result of classifications made 
by the Director-General in wage increase orders. For ex 
ample, Railroad Administration officials point out, track 
men may have been named in a wage increase order ani 
then a dispute would arise as to whether “trackmen” came 
under one organization as “trackmen” or as laborers under 
another organization. 

The interpretation announced by the Director-Generil 
follows: 

“From time to time my attention has been called t0 
claims made by employes that a wage order or supple 
ment thereto has established jurisdiction for certain orgal- 
izations of employes over all employes named therein. 


“In some instances members of certain organizations 0 
employes have demanded the removal of employes, somé 
of whom have served many years in such positions, tle 
demand being based upon the belief that the classification 
of employes named in certain supplements or wage order’ 
established rights to make such demands. 

“No wage order or supplement thereto issued by the 
Director-General has any such intent. These orders Sill 
ply govern wages and working conditions of the el 
ployes found in such positions, and no employes will l 
removed from the service because of the language of aly 
wage order or supplement thereto. 

“Questions of jurisdiction arising between organizations 
of employes must be adjusted between themselves, as the 
Director-General has not and will not become involved a 
jurisdictional disputes between organizations of employes. 


CASES DISMISSED 

On motion of the complainant, the Commission has ds 
missed 10118, L. & N. Coal Operators’ Association 
Louisville & Nashville et al., Docket No. 9578, Americal 
Carbolite Co. vs. Northern Pacific, has been dismissed 
for lack of prosecution, after notice from the Commissi0 
that steps toward prosecution must be taken by Malt 
1, 1919. A like order has been entered in No. 8853, Cat 
yon Lumber Co. vs. Great Northern et al. 
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Ownership: 
P ie D jo a Where freight on an ocean shipment of lumber was 
prepaid, and a bill of lading:issued showing that the prop- 
Ship p ing €cisions erty was duly consigned to a named person at destination, 
Cases Recently Decided by State and Federal Courts there is a presumption, in the absence of other proof, that 
the consignee became the owner of the property. 
(Digests taken from Reporters and Digests of National Reporter Where there was a presumption from the naming of the 


System, pet. te et Pani ce) aan, See consignee in the bill of lading that it became the owner 


of a shipment of lumber, held, in the absence of evidence 

i = to the contrary, that the shipper, who was unable to 
pamages—Burden of Proof: recover on a policy of marine insurance, the lumber hav- 
Where the charterer of a steamship furnishes the whole iD& been jettisoned, etc., cannot recover against the ocean 


cargo, and loads and discharges with its own stevedores, C@?Tier. 
the vessel is not a common carrier, and the burden rests a ae 
upon the charterer to affirmatively prove negligence, caus- MORE SHIPPERS ON COMMITTEES 
ing damage to the cargo. ; 
Negligence: The Trafic World Washington Bureau. 
Evidence held to sustain a finding that damages to a As rapidly as possible the membership of the freight 
cargo of sugar, by caking of the sugar in some of the traffic committees is to be increased by the addition of 
sacks, Was not due to negligence of the ship, but to ex- one shipper’s representative to each. This will have the 
posure of the sacks to moisture from one to three days’ effect of giving the shippers and the railroads equal rep- 
‘sued by on barges before loading by libelant. resentation. This is the result of conferences on the sub- 
3: Freight: ; ject between Directors Chambers and Thelen. In the event 
29, 191, (Supreme Court of Alabama, Nov. 21, 1918. Rehearing that a committee is a tie on any proposition, the ultimate 
1s to No denied, Feb. 13, 1919.) Where there is no specific agree- decision will rest with the two directors and, if they are 
striking]| ment to the contrary, freight for transportation of goods ynable to agree, the subject will have to be passed on to 
orting inf by sea is not deemed to be earned until the voyage is the Director-General. 
completed, and the goods are delivered, or ready to be Director Thelen has placed the finding of shippers’ rep- 
- 1 in Mlivered, at the point of destination. resentatives, which is no easy task, in the hands of his 
a setiec | rhe parties may stipulate that freight or part thereof assistant, George T. Atkins, Jr. Thus far Mr. Atkins has 
different {| may be payable absolutely at the time of the shipment, or found the following men who are willing to serve on the 
og here #™ at a certain time thereafter, without regard to the per- traffic committees: M. W. Ejisman, traffic manager 
i) Mu formance of the contract by the carrier. of the Manufacturers’ Association of Erie, Pa., to be a 
In shipper’s action against carrier for unearned freight member of the Eastern Trunk Line Committee at New 
following loss of goods at sea, where defense is that there York; William J. O’Neil, traffic manager of the Syracuse 
was agreement whereby freight was to be deemed earned (Chamber of Commerce, to be a member of the New York 
n Bureo. a ot time of shipment and was not recoverable, the burden  )jstrict Committee; H. B. Neeley, freight and traffic de- 
pn is upon carrier to prove that such agreement was expressly partment of the Indianapolis Chamber of Commerce, to 
= ie entered into. ; ; be a member of the Chicago Eastern District Committee; 
hecome Mf 2? Modification of the printed form of contract of Ray Williams, traffic manager of the Board of Trade of 
Mm charter party reading, “the freight to be paid in cash (airo, Ill, to be a member of the St. Louis Eastern Dis- 
nizatlols MH without discount, less the advance, if any, on right and trict Committee: R. G. Cobb, secretary and manager of 
true delivery of the cargo,” so as to read, “the freight the Chamber of Commerce, Mobile, Ala., to be a member 
to be paid without discount in advance,” did not change of the Birmingham District Committee; C. W. Hayward, 
contract so as to preclude recovery of freight in event Meridian (Miss.) Traffic Bureau, to be a member of the 
of loss of goods at sea, but merely made freight payable New Orleans Southern District Committee; C. D. Mowen, 
in advance. commissioner of the Fort Smith Traffic Bureau, to be a 
A stipulation in contract of charter party requiring car- member of the St. Louis District Committee; J. W. Mc- 
tier to pay certain per cent of the marine insurance on (Cyne of the Traffic Bureau of the Tacoma Commercial 
prepaid freight did not make contract one precluding re- Club, to be a member of the Portland (Ore.) District 
Gener fe Overy of such freight on loss of goods at sea, where Committee; U. S. Pawkett, of the San Antonio Freight 
: contract was otherwise silent in regard thereto. : Bureau, to be a member of the Dallas District Committee: 
alled tof ,.2 Shipper’s action against carrier for prepaid freight, A. . Beck, traffic manager Merchants’ and Manufacturers’ 
. supple following loss of goods at sea, shipper’s ownership of the Association, of Baltimore, Md., to be a member of the Phila- 
-n organ (Outract rights created by the charter party could not be deluhia Committee; L. F. Daspit, traffic manager, Shreve- 
sin. denied unless put in issue by a special plea, under Code port Chamber of Commerce, to be a member of the New 
ae 1907, No. 5331. Orleans Western Committee; W. D. Nelson, manager Jack- 
tions © # =Under Code 1907, Nos. 2489, 5158, an action for freight sonville Traffic Bureau, to be a member of the Jackson- 
8, ~ paid carrier by assignee of rights under charter party ville (Fla.) Committee; W. S. Creighton, traffic manager 
ons, tit must be instituted in the name of the assignor. Charlotte (N. C.) Shippers’ and Manufacturers’ Associa- 
ification Upon loss of goods at sea, where freight has been pre- tion, to be a member of the Southern Committee at At- 
e ordels Mf paid, shipper is entitled to recover, not the gross freight, lanta, Ga.; E. Del Wood, traffic manager Chattanooga Man- 
80 called, but the gross freight less port charges, dis- ufacturers’ Association, to be a member of the Louisville 
by the patch money and commissions, where it is stipulated that Committee; Benjamin Gilhan, traffic manager Macon Cham- 
ers silk # these charges should be paid by shipper out of the gross ber of Commerce, Macon, Ga., to be a member of the At- 
the el sum mentioned as freight money. lanta Committee. 
will be # Customs: 


of aly In an action by a shipper whose lumber was jettisoned ROUTING AND SAILING: DAYS 


‘ and who was unable to recover against the marine in- 

izations HH surer because the lumber was insured as being below The Trafic World Washington Bureau. 
3, as the MP decks, though loaded on the deck, evidence held to estab- The Railroad Administration, April 19, announced its 
olved in lish a custom in the shipping trade to note on the bill decision on the report of the joint committee composed 
iployes. of lading when lumber was loaded on deck, although the’ of representatives of the National Industrial Traffic League 
bill of lading did not contain such notation, and for that and the Railroad Administration on routing and shipping 
— the lumber was insured as being loaded below days for L. C. L. freight. Under the decision shippers 
has dis oe " ’ obtain what was asked. The matter was submitted to 
ills of Lading: Director-General Hines before he left on his western trip 
In an action by a shipper whose lumber was jettisoned and he gave his approval, leaving the details to be worked 
aid who was unable to recover against the marine in- out by officials in the Administration having direct charge 

Sirer because the lumber, though loaded on decks, was of the operations involved. 
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Mare peer as being loaded below deck, as the bill of lading The announcement as given out from the office of the 
53, Cal ontained no notation of the fact that it was loaded on Director-General is as follows: 


nat evidence held insufficient to show that the bill of “As a result of conferences with representatives of the 
ading was issued before the lumber was loaded, National Industrial Traffic League and some of the state 
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railroad commissioners regarding the movement of less- 
than-carload freight, decision has been reached as follows: 

“Shippers shall not be deprived of the right to route 
less-carload freight over any line at the legal rates ap- 
plicable or of delivering it at point of origin to such 
carrier on any week day except holidays during the estab- 
lished hours of service. Preferred routes will be estab- 
lished on the basis of convenience of patrons, economy, 
dispatch and proper destination of railroads not under 
federal control, and less-carload freight will be routed ac- 
cordingly except when routed by shipper at shipping points. 

“Where it can mutually be arranged between representa- 
tives of the shipping public and the carriers, schedules 
will be arranged covering forwarding of less-carload freight 
from such points in through cars or set-out cars on speci- 
fied days, it being understood that such cars be forwarded 
daily except Sunday and holidays, when tonnage is offered 
in insufficient amount. 

“Peddler cars are to be operated on all week days but 
holidays except when a less frequent service meets the 
requirements. The foregoing shall not be construed as 
requiring the establishment of additional ‘train service.” 


THELEN FOR COMMISSIONER 


The Traffic World Washington Bureau. 


A report that he was about to resign his office and re- 
turn to private life in California has been denied by Max 
Thelen, director of Public Service. He denied it in a letter 
written before he started with Director-General Hines on 
the tour of inspection which is carrying the Director-Gen- 
eral’s party to the west coast. 

The denial was made to apply to retirement to private 
life. Inasmuch as there has been some talk of him as 
a man to fill the vacancy created by the President’s failure 
to appoint James S. Harlan to another term as interstate 
commerce commissioner, the letter is broad enough to 
cover the additional report that he intended establishing 
himself in the practice of the law at Los Angeles, but not 
to cover a resignation to take some other office. 

In view of the notice served on the President by the 
southern senators that they expect him to appoint a south- 
ern Democrat to that vacancy, and further, in view of the 
fact that the brotherhoods have united in supporting Glenn 
E. Plumb, their attorney, for that vacancy, Mr. Thelen has 
not been regarded with seriousness as a possible ap- 
pointee to fill the vacancy. That is not to say that those 
who have heard his name mentioned question his fitness. 
On the contrary, they regard him as one of the fittest men 
in the country, but they cannot see the political strength 
that would put him “across” in competition with some 
southern Democrat and Mr. Plumb. 


SEARCH FOR A DECISION 


In The Traffic World of April 12, page 814, in the min- 
utes of the special committee of the National Industrial 
Traffic League appointed to confer with Railroad Adminis- 
tration officials concerning certain things desired by 
shippers, was printed this statement with respect to the 
infringement on the statutory period for bringing suit 
against carriers for loss and damage by reason of delay 
by carriers in the investigation of claims: 

“The committee is advisea that a recent decision of the 
U. S. Supreme Court by Justice McKenna holds as invalid 
the two-year limitation where the carrier is responsible for 
such delay.” 

The Traffic World has received many inquiries from 
readers who wish to know more about this decision. The 
Traffic World knows nothing about any such ruling. In- 
quiry by its representatives in Washington at the offices 
of the Supreme Court and the Interstate Commerce Com- 
mission has failed to produce the citation searched for. 
R. D. Sangster of Kansas City, vice-president of the Traf- 
fic League and chairman of the special committee whose 
minutes referred to the alleged decision, was written to for 
information. He replied that the decision referred to was 
supposed to have been rendered by Justice McReynolds, 
according to information given to the League’s committee 
in Washington. He does not profess to know what deci- 
sion the committee’s informant had in mind. 

The trend of the decisions of the Supreme Court is exactly 
the reverse of the conclusion stated in the report; that is 
to say, the court, in the Stewart, Starbird and Leach 
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cases, held that shippers must comply with the terms of 
the bill of lading, even if the carrier, through its agents, 15 
inquiring into the matter presented by the claim for loss 
and damage; St. L. I. M. & S. vs. Starbird, 243 U. S. 592: 
Southern Pacific vs. Stewart, 245 U. S. 359-562, and B. ¢ 
O. et al. vs. J. G. Leach, decided March 10, 1919. 

It is suspected that the man who gave off-hand advice to 
the League committee had in mind the Louisville cement 
case in which the court required the Commission to re. 
turn to its old rule and hold that the two-year limitation 
begins to run, not from the date of shipment, but from the 
day on which the freight bill was paid. If a railroad com. 
pany delays the settlement of a freight bill, by reason of 
some question as to loss and damage, it is conceivable that 
any attempt on its part to plead the statute of limitations 
because the complaint or suit was not filed within two 
years from the time of the presentation of the bill might 
be construed as an “infringement upon the statutory pe. 
riod” (to use the language used in the committee min- 
utes) as such period is defined in the decision in the 
cement case; that is, as running from the time the bill 
is paid instead of from the time the shipment moves. The 
committee’s minutes, however, refer to suits for loss and 
damage. The question in the Louisville cement case was of 
reparation on account of an admittedly unreasonable rate, 


INTERLINE FREIGHT ACCOUNTS 


The Trafic World Washington Bureau. 


Director Prouty has issued his Accounting Circular No. 
85, for the purpose of bringing about uniformity in the 
preparing and forwarding of interline freight accounts by 
carriers under federal control. The following forms are 
prescribed: (1) Abstract of Interline Waybills Received, 
Form AC-519. (2) Recapitulation of Interline Abstracts, 
Form AC-520. (3) Division of Revenue, Form AC-521. 
(4) Summary of Interline Accounts of Freight Received, 
Form AC-522. Samples of these forms accompany the 
order, with instructions to place them in use not later 
than July 1, 1919. 

Form AC-519, to be used for the entering of waybills 
from each station on issuing line to each station on des- 
tination line. 


Form AC-520 is to be used to assemble totals of ab- 
stracts via each route, using as many sheets as may be 
necessary to obtain in one total the entire account by 
each route, road to road per cents to be applied on the 
last sheet; each sheet to be numbered, the final sheet to 
carry the recapitulation number. Abstracts of interline 
waybills shall be arranged in same order as entered on 
recapitulation of interline abstracts, and the recapitula- 
tions arranged so that the last sheet on which are entered 
the road to road per cents shall be placed on the top and 
all securely tied or fastened together. 

Form AC-521 is to be used to assemble from recapitula- 
tions of interline abstracts all traffic via each route show- 
ing divisions of revenue due each carrier. Necessary 
copies of abstracts, recapitulations, and division of reve 
nue to be made so that each interested carrier will receive 
































copies, and all to be forwarded in time to reach interested 


carriers not later than the 18th of the succeeding month. 

Form AC-522 is to be used for stating the balances due 
each interested carrier. Summaries shall be forwarded 
separately in time to reach interested carriers not later 
than the 18th of the succeeding month. Summaries sent 
to carriers under federal control shall be plainly stamped 
on the face thereof, as follows: “Included in settlement 
WOME OE anc scan warccarerere , 19....,” in accordance with the 
provisions of General Order No. 30. ; 

Carriers may arrange the spacing between the vertical 
lines of abstract and recapitulation forms to permit the 
use of mechanical appliances in preparation, provided that 
the sizes of the forms are not changed. 


RATES ON FRUIT JARS, ETC. 

The Chicago Eastern District Freight Traffic Committee, 
the St. Louis Eastern District Freight Traffic Committee, 
the Cincinnati District Freight Traffic Committee, and the 
Chicago Western District Freight Traffic Committee held 
a joint hearing in the rooms of the Chicago Westel™ 
District Freight Committee Thursday, April 24, on the sub- 
ject of rates on fruit jars, glass bottles, etc., from Indiana 
versus Illinois to points in the northwest. 
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Personal Notes | 


James Clarke Jeffery is being boosted for appointment 
io fill the vacancy on the Interstate Commerce Commis- 
sion. Among the organ- 
izations stated by his 
friends to be back of his 
candidacy are: The Na- 
tional Association of 
Grain Dealers, the Mill- 
ers’ National Federation, 
the National Association 





of Box Manufacturers, 
various lumber assccia- 
tions, and the Great 
Lakes Commerce Asso- 
ciation. Mr. Jeffery was 
born Jan. 1, 1879, in Chi- 
cago. He was graduated 
from Yale University, 
1899, and from Harvard 
University Law School, 
1903. From 1904 to 1911 
he was interstate com- 
merce attorney of the 
Missouri  Pacific-St. 
Louis, Iron Mountain & 
Southern, having charge 
of all work before the Interstate Commerce Commission 
and a great deal of work before the various state utilities 
commissions. From 1911 to the present time he has been 
the senior member of the law firm of Jeffery, Campbell 
& Clark of Chicago, specializing in commerce and rate 
cases. He is a Democrat in politics and a member of 
various New York, Washington and Chicago clubs, as 
well as the American Bar Association and the Chicago 
Bar Association. ‘ 


R. L. Stover, traffic manager of the United Paperboard 
Company, Inc., whose efforts to induce Director Prouty 
torevise his Circular No. 

41 with respect to inter- 

est on overcharge claims 

(a revision has recently 

been announced) have at- 

tracted attention and fa- 

vrable comment, en- 

tered railroad work as 

station agent with the C. 

& 0. at the age of 18. 

Two years later he went 

to the Virginian Railway, 

as agent. After being 

with that company three 

years he decided that he 

wanted to learn the gen- 

eral office work and re- 

urned to the C. & O. 

With the auditor of 

freight traffic at Rich- 

mond, Va. He remained 

there more than two 

years and then went to 

New York and was for 

hearly two years with the auditor of freight accounts of 
the Erie Railroad. He was also in the traffic departments 
of the American Tobacco Company, Diamond Match Com- 
bany and the National Lead Company before taking his 
Present position two years ago. 





a coal operators of eastern and southeastern Ken- 
ucky and Tennessee, 250 members of the Southern Ap- 
balachian Coal Operators’ Association, Harlan County Coal 
Operators’ Association and Hazard Coal Operators’ Ex- 
thange, whose mines have an annual output of approxi- 
mately 15,000,000 tons of high-grade bituminous coal, have 
‘mployed as traffic manager C. D. Boyd, for some time 
sa coal and coke agent of the Louisville & Nashville 
ralroad, and chairman of the Coal and Coke Committee 
4 the Southern Region of the United States Railroad 
“ministration. Mr. Boyd has been for the last thirty- 
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six years in the employ of the leading railroads of the 
south. 

A. R. Christie, assistant general freight and passenger 
agent of the Fort Smith & Western Railroad, at Oklahoma 
City, has resigned to become manager of the wholesale 
department of the McClelland-Gentry Motor Company, at 
Oklahoma City, Okla. E. F. Bratton is promoted from 
traveling freight agent at Guthrie, Okla., to general agent, 
Oklahoma City, vice A. R. Christie, resigned. H. W. Hart- 
man is appointed commercial agent at Guthrie, Okla., vice 
E. F. Bratton. 

The Sacramento Northern Railroad announces that, 


. effective May 1, the office of assistant to president is 


abolished and M. O. Bicknell is appointed traffic manager, 
with headquarters San Francisco, vice J. R. Wilson, re- 
signed. H. L. Blackstone is appointed assistant general 
freight agent in charge of solicitation, with headquarters 
at Sacramento. The office of general agent, San Fran- 
cisco, is abolished. 

The Merchants’ & Miners’ Transportation Company, Bal- 
timore, announces the following appointments: D. R. 
McNeill, assistant to president (in charge of operation) ; 
Herbert Sheridan, traffic manager; T. W. Kennedy, audi- 
tor; T. W. Kennedy, acting claim agent; J. B. Sweeny, 
general freight agent; W. P. Turner, general passenger 
agent; A. Cradock, purchasing agent; H. B. Vansciver, 
acting superintendent. 

L. E. Drypolecher, who has been connected with the 
transportation department, supply division, of the Emer- 
gency Fleet Corporation since its creation, as assistant 
to the manager, has been appointed acting head, vice Mr. 
Hanson, resigned, with headquarters in Philadelphia, and 
has entered on the discharge of his new duties. Mr. Dry- 
polcher’s home is New York, where his education was 
obtained and where his first employment was as junior 
clerk in the general freight office of the New York Cen- 
tral Lines. He left to enter the traffic department of 
the Standard Oil Company, where he continued until he 
entered the service of the Shipping Board two years ago. 

J. A. Morgan, manager of the traffic department, Hous- 
ton Chamber of Commerce, has been made traffic man- 
ager of the Houston Municipal Belt Railway, with author- 
ity to represent the city of Houston in all rate matters 


affecting the City Belt Railway. This railway has a mile- 
age of approximately fifteen miles, extending down the 
south side of the Houston ship channel, connecting in- 
dustries located on the channel with other railroads enter- 


ing Houston. Plans are now under way to extend the 
tracks of this railway an equal distance down the north 
side of the ship channel. 

John H. Nelson, attorhey, who was designated by the 
National War Labor Board to hold hearings in labor 
controversies which arose during the war, in various parts 
of the United States, has resigned from the Board and 
resumed the practice of law in Washington, D. C. He 
was law assistant to the commissioners and to the chief 
counsel of the Interstate Commerce Commission for many 
years and is the author of several books on the law of 
the Commission. He was special attorney for the Bureau 
of Corporations, which establishment was subsequently con- 
verted into the Federal Trade Commission. He will prac- 
tice in the courts of the District of Columbia, Virginia and 
Maryland and before the departments and all other gov- 
ernment establishments. 


CHANGES IN PERSONNEL 


The Trafic World Washington Bureau. 


Formal announcement of changes made in the law divi- 
sion of the Railroad Administration, following the resig- 
nation of R. Walton Moore, who was nominated for 
Congress in the Alexandria (Va.) district, has been made 
in circulars Nos. 7 and 8 of General Counsel John Barton 
Payne. E. Marvin Underwood, who joined the law staff 
at the time Mr. Moore resigned, has the title of solicitor- 
general. He was formerly solicitor-general for the Sea- 
board Air Line and assistant attorney-general of the 
United States in charge of interstate commerce litigation. 

R. V. Fletcher, general attorney for the Illinois Central 
while the railroads were under the control of their own- 
ers, has been appointed assistant general counsel in charge 
of the work formerly done by Mr. Moore. He will come 
to Washington on May 1. 

Director Chambers, in circulars No. 10 and 11, has an- 
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nounced the resignation of C. B. Buxton as assistant 
director in the division of traffic and the appointment of 
H. P. Anewalt as his successor. That change took place 
early in March, when Mr. Buxton returned to his cotton 
business and Mr. Anewalt came from his war-time position 
as inland traffic manager for the Navy Department to 
assist Mr. Chambers. 


DOINGS_OF THE TRAFFIC CLUBS 


The traffic representatives of the milling and grain 
trades of Minneapolis have organized the Milling and 
Grain Division of the Traffic Club of Minneapolis. The 
purpose of this association is to meet every Friday noon 
at the Traffic Club, to promote closer and friendly rela- 
tions, to exchange practical knowledge and experiences 
relative to transportation matters, to aid in the adjustment 
of traffic problems, and to conserve and protect the grain 
and milling interests. The officers are: Otto Mortenson, 
of the Cargill Elevator Company, president; E. C. Best, of 
the Washburn-Crosby Company, vice-president; and J. H. 
Mashek, of the Empire Milling Company, secretary-treas- 
urer. 


Lieut-Com. D. C. Buell, U. S. N., was the guest of the 
Pittsburgh Traffic Club at its noonday luncheon April 21 
and delivered a lecture on the United States naval rail- 
way battles in France, illustrated with motion pictures. 
He had charge of the construction of the mammoth naval 
guns used so effectively in France. Prior to the advent 
of the United States in the war he was director of the 
Railway Educational Bureau of the Union Pacific Railroad 
at Omaha. 


The Denver Commercial Traffic Club held its annual 
election April 16. The following were elected: Robert C. 
Quest, of the F. C. Ayres Mercantile Company, president; 
T. A. Dinkel, of the Longmont Farmers’ Milling & Ele- 
vator Company, vice-president; C. E. Page, of the Hendrie 
& Bolthoff Company, secretary-treasurer. 


BRIDGE ARBITRARY CASE 


The Trafic World Washington Bureau. 


In their arguments on No. 10097, commonly known as 
the St. Louis bridge arbitrary case, C. S. Humburg, T. M. 
Pierce, E. C. Kramer and R. W. Ropiequet, the first three 
for the Railroad Administration and the railroad corpora- 
tions, and Mr. Ropiequet for the intervening East St. Louis 
Chamber of Commerce and other east side interests, took 
the position that there has been no change in circum- 
stances or conditions warranting the Commission making 
any departure from the decisions heretofore made in that 
controversy and naturally that the principles which gov- 
erned the disposition of other phases and of other simi- 
lar and like cases are as applicable to the situation now 
as they were when enunciated; that the twenty per cent 
differential, in view of the expensive bridge which con- 
stitutes the large part of the additional mileage to cover 
which the differential was made, is warrant enough for 
the difference in rates on the short line-haul business that 
is the subject matter of the complaint. 

In his conclusion on the original complaint Mr. Ropie- 
quet said: “In view of the fact that the same issue upon 
practically the same testimony was by this Commission 
in the Illinois coal cases both as to the propriety of the 
differential and the reasonableness thereof, decided ad- 
versely to complainant’s contention; that a differential on 
traffic within the 100-mile zone is in harmony with general 
principles approved by this Commission, and as applied to 
other traffic generally, and on other commodity traffic, 
both east and west, as between the east side and St. Louis 
and vice versa; that no material changes have occurred 
since the former hearing either as to conditions of trans- 
portation or principles applicable thereto; that there is 
no basis to the one-zone, one-rate theory; that the rea- 
sonableness of an additional charge on the St. Louis traffic 
for the additional transportation and the cost involved has 
been again approved and was admitted by complainant’s 
witnesses; that no legal proof of undue and unjust dis- 
crimination has been submitted, but that the proposed ad- 
justment would be in violation of well-established rate 
principles and contrary to economic transportational as 


Vol. XXIII, No. 17 


well as to social economic principles, recognized as proper 
by complainant’s own expert witness; we submit there igs no 
basis for this proposed disruption of this long-existing rela. 
tive rate adjustment, the consequent disturbance of business 
established thereunder and the commercial and industria] 
injury to communities affected or for the reversal by this 
Commission of its findings and conclusion in the former 
hearing of the same case.” 

As to the supplemental complaint and the intervening 
petition, Mr. Ropiequet said they had but little practicg 
value in the case. Nevertheless, he felt disposed to ey. 
press the view that unless there is a specific complaint 
against rates established by the Director-General the Com. 
mission can make no findings and orders in reference 
thereto or against the Director-General. He called attep. 
tion to the fact that the order of the President specifically 
directed the maintenance of the differential on coal from 
the nearby mines. 

At the very beginning of his argument Mr. Humburg 
called attention to the fact that the twenty-cent differen. 
tial was established as a concession to the St. Louis com- 
plainants, because they thought that a difference of thirty 
cents was too great. They then admitted there was justi- 
fication for some difference in the rates, not being then 
subscribers to the one-zone one-rate theory. Messrs. Hun- 
burg, Kramer and Pierce pointed out that even if it be 
admitted for the sake of the argument that the establish- 
ment of the so-called free municipal bridge is a change 
in conditions, that that bridge is not completed and that 
when it is, the ordinance of St. Louis requires that the 
burden of the cost of transportation across it be borne, in 
freight traffic, by the prespective users of the new struc 
ture. 


TEXAS REFINERS’ ASSOCIATION 


The Texas Petroleum Refiners’ Association, composed 
of producers of crude oil in that state, north and west of 
Ft. Worth, has just been formed with a view to getting 
for the Texas industry the freight rates to which the pro- 
ducers think they are entitled. 


E. P. Byars, traffic manager of the Fort Worth Freight 
Bureau, will become commerce counsel of the new or- 
ganization. He will have the assistance of A. J. Scrivner 
as secretary-traffic manager. Mr. Scrivner is now assist: 
ant traffic manager of the Fort Worth Freight Bureau. 
M. A. Bundy, of Wichita Falls, is president of the new 
organization, and J. K. Kilgore, of Wichita Falls, is vice 
president. 

Two men will be employed in a service department to 
procure a better movement of tank cars. Mr. Byars has 
recently been in Chicago in conference with Clifford 
Thorne, counsel for the Western Petroleum Refiners’ As 
sociation, and says his organization is working in 
operation with the Western association, as also with the 
Oklahoma refiners. 


PRICE TALK RESUMED 


The Trafic World Washington Bureau. 


Negotiations between the Railroad Administration and 
the Industrial Board regarding the price of steel were 
resumed April 24 by Henry Walters and Robert S. Lovett, 
on behalf of the Administration. This is in obedience to 
the President’s cabled instructions. Walters and Lovett 
were not able to reach an understanding with the Board 
and wired to Director-General Hines for orders. 


ASSIGNMENT OF CLAIMS 


In conference on April 14, the Commission, as stated in 
The Traffic World of April 19, approved the following Te 
statement of Conference Ruling 362, which it promulgate 
on April 18: 


Assignment of Claim.—In awarding reparation the Comm 
sion will recognize an assignment by a consignor to a consignee 
or by a consignee to a consignor, but will not recognize an one 
signment to a stranger to the transportation records. bor 
phrase, ‘‘stranger to the transportation records,’’ as here pe 
has no reference to the lawful rights of an undisclosed pri A 
cipal, either in imatters of reparation before the Commia* 
or the adjustment by the carriers of plain undercharge. at 
overcharge claims. Amending ruling 246. See Oden & E Ex 
vs. S. A. L., 37 I. C. C., 345, and Robinson Co. vs. Am. ™ 
press Co., 38 I. C. C., 736. 
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THE TRAFFIC WORLD 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions Are Welcomed 


TIME FOR CONCRETE ACTION 


Editor The Traffic World: 

In the flood of expressions that reaches you respecting 
the proper manner for handling our great railroad prob- 
lems, I know it must have occurred to you that the in- 
experienced has advanced theories of remedy that confuse 
the real issues, and I want to bring to your attention this 
thought—that the time has arrived for concrete action, 
and this cannot be effectively secured from so-called or- 
ganizations with their few leaders exploiting their views, 
put rather, in my judgment, should be expressed by the 
shipping public in a definite plan, which I believe you 
could bring about. Fundamental change will only be made 
through legislation by Congress, and each member of 
Congress should be subject to his constituency, and each 
constituent should be willing to subscribe to the reforms 
necessary. 

I believe no great difficulty would be found in bringing 
uiform demand for return of the railroads to private 
ownership at the earliest practical date, and if this ex- 
pression was given in each congressional district by the 
shippers and representatives instructed, the influence, in 
my judgment, would be more effective than the ex- 
pression of a few leaders in a large national organiza- 
tion. Let us tell our legislators what we want and see 
that we get it. 

The time has come when business will assume a sur- 
veillance over the action of its leaders in Congress, and 
each district should bring the proper influence on its rep- 
resentatives; if the constituency differs in opinion, then 
the majority in Congress should rule. 

Let’s get action and place the advocacy where it is 
effective. 

John F. Lent, President. 

Pittsburgh, Pa., April 22. 


MASON CITY TRAFFIC ASSOCIATION 


Editor The Traffic World: 

The Northern Iowa Traffic Association of Mason City 
should have the support of all shippers in the northern 
part of Iowa, in the fight for the reduction of the pro- 
portional class rates from the Mississippi River on ship- 
ments originating east of the Illinois and Indiana state 
lines for all shipments to points in northern Iowa moving 
from the river over the Chicago, Milwaukee & St. Paul 
Railroad. | 

All shipments moving under class rates origimating 
from points as above stated to Iowa points move under 
what are called proportional rates; that is, a certain rate 
to the Mississippi River and then from the river to the 
destination point. 

The proportional rates from the Mississippi River to 
lowa stations are all based upon the mileage; the destina- 
tion is from the Mississippi River basing point or cross- 
ing, 

All railroads use the same basis for figuring the pro- 
portional rate per mile from the river. 

The Chicago, Milwaukee & St. Paul Railroad has al- 
Ways called its Mississippi River crossing Sabula, Iowa, 
Which is south of Dubuque on the Mississippi River. 
Therefore, all the proportional rates from the Mississippi 
River to the Chicago, Milwaukee & St. Paul Railroad 
Ponts are based on the mileage from Sabula to the 
destination. 

The Chicago, Milwaukee & St. Paul Railroad crosses 
the Mississippi River at North McGregor, Iowa, or 101 
miles north of Sabula on the Mississippi River. 

The contention of the Northern Iowa Traffic Associa- 
lion is that the Milwaukee Railroad should designate 
North McGregor as its Mississippi River crossing in figur- 


ing the proportional rates to Northern Iowa points on its 
road, thereby shortening the mileage in figuring the pro- 
portional rate 101 miles less than it is based at the 
present time. 

No doubt 90 per cent of all freight originating east of 
the Illinois and Indiana state lines pass through Chicago. 
The mileage from Chicago to any points that are west of 
North McGregor moving via Madison to North McGregor 
is 32 miles less than it is moving Chicago via Sabula to 
the Iowa points. Therefore, you see, by way of North 
McGregor, for which the association contends, is the 
logical Mississippi River crossing point for this part of 
Iowa and is considerable less than by the way of Sabula. 

In other words, the shippers of northern Iowa are 
paying on all shipments moving under class rates orig- 
inating east of the Illinois and Indiana state lines the. 
proportional rate from the Mississippi River on the basis 
of 101 miles more than should be done. 

No doubt on proper investigation the shippers will 
find that the large percentage of their freight is now and 
has been for a good many years moving by the way of 
North McGregor instead of Sabula, and still the shippers 
pay the rate the same as though the shipments were 
moving by the way of Sabula. 

It might be well for the shippers to consider the fact 
that all of the successful manufacturing institutions of 
fowa are located in central and southern Iowa. Due to 
this discrimination in their favor’ they are having the 
advantage of the actual mileage from the river instead 
of paying 101 miles proportional rate that is unnecessary. 

Every shipper in this part of the state should give this 
association the necessary financial backing to put this 
proposition before the Interstate Commerce Commission. 
The case will be handled by Mr. Clifford Thorne. 

C. E. Doak, Traffic Manager, 
The Adams Seed Company. 
Decorah, Ia., April 19, 1919. 


OFFICE METHODS OF CARRIERS 


Editor The Traffic World: 

The story is told of an old lady who entered a restaur- 
ant desiring to regale herself with an oyster stew. With 
infinite care and great attention to detail she described to 
the waiter just exactly how she wanted the stew made— 
fresh opened oysters, fresh milk, butter, not too much 
pepper, etc. After she had given the order the waiter 
called out: “One stew.” 

The moral of this story lies in its application. We 
have often taken great pains to point out to the carriers’ 
agents, etc., the requirements of a certain movement, 
quoted the legal rate with the tariff references, and with 
the utmost care made every effort to cover every detail 
with thoroughness. Then the carrier’s clerk, who has 
authority to sign his chief’s name, gives it the “once 
over” in a perfunctory manner, makes an evasive or 
insufficient reply, and we are in the same position we 
were before. “One stew,” says the waiter, and if you don’t 
like it you can go to ——. And then we can console 
ourselves with the reflection that the feeble-minded are 
not all under restraint. 

It recalls the retort effective once made by an honored 
chief that he could write plain English, but he could not 
furnish the brains to understand it. 

J. D. Hashagen. 

Boston, Mass., April 17, 1919. 


COMMISSION ORDER 
In No. 10457, Boston Chamber of Commerce et al. vs. 
Grand Trunk Railway Company of Canada et al., Hines, 
the Commission has issued an order permitting Campbell 
& Burnham to intervene. 
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INSPECTION CIRCULAR 


The Trafic World Washington Bureau. 


Circular No. 8 of the Claims and Property Protection 
Section of the Division of Law, Railroad Administration, 
on the subject of inspection of fruits and vegetables, says: 

“The Food Products Inspection Service of the Bureau 
of Markets, United States Department of Agriculture, is 
available for inspection of fruits and vegetables at the 
markets as per list attached. 

“You are requested to make use of this service for 
securing an inspection of every car of fruit or vegetables 
on which complaint is made, or which good judgment 
would indicate should be inspected. 

“Certificates of inspection in duplicate will be issued 
by the Bureau of Markets to and in the name of the 
individual who requests the inspection. Example: In the 
case of a local agent, the certificate will be issued in his 
name as agent of the railroad he represents. 

“Agents should be instructed to forward to the freight 
claim agent, immediately upon receipt, the original cer- 
tificate of each inspection, accompanied by a record show- 
ing date and hour of the arrival and placement of the 
car, the seal and ventilation or refrigeration record, and 
any other facts relating to equipment and property. Du- 
plicate certificate must be filed by the agent as a station 
. record. 

“A fee of $2.50 per car is charged by the Bureau of 
Markets for this service, and a monthly statement must 
be made by the agent to the freight claim agent showing 
car numbers and initials, date of inspection, and total 
amount of fees due. 

“Vouchers in payment should be made payable to ‘Dis- 
bursing Clerk, U. S. Department of Agriculture,’ and for- 
warded to the inspector in charge of the office from which 
the certificates were issued. 

“Claims for loss of or damage to shipments on which 
inspection has been performed shall be supported with 
original or attested copy of the inspection certificate. 

“If the number of inspections necessary is greater than 
the capacity of the local inspection office to perform, re- 
port should be made immediately to this office, in order 
that request may be made for the maintenance of a suffi- 
cient number of inspectors. 

“Applications for inspections in any market shown may 
be made by telephone, but should be confirmed in writing.” 

The list of markets attached is as follows: 


a AU ath ade ik bap lia A ew WO i W. H. Beckham, Inspector 
CO ere rrr err rere S. F. Shreve, Inspector 
OO acs Sok ce ankseamee en haere C. E. Merrill, Inspector 
PE Me Es heatcndvstcccences tatoos Geo. E. Engels, Inspector 
TI oa a og wah ate ah ew Mma deat L. J. Case, Inspector 
OS ee H. C. Hetzel, Supervising Inspector 
Cincinnati, Ohio John M. Rogers. Inspector 
Cleveland, Ohio Paul W. Barnes, Inspector 
Council Bluffs, Iowa Inspector, Omaha Office 
MU, EE, “Sg cacecesnwnensecaeseen Inspector, Fort Worth Office 
I TS iw cal dake bw eee sia eIelae Jack M. Mosher, Inspector 
Des Moines, Iowa C. H. Heard, Inspector 
PE Siac bid +dwe bake 50.08 Frank A. L. Bloom, Inspector 
Fargo, N. D. O. J. McDonald, Inspector 
i en  ccbeanee es ouherne mem L. G. Schultz, Inspector 
I ak i 4 en were o ee amie —g1y Houston Office 
Houston, Rh adnisin Coons ea ueinen Chas. Shirley, Inspector 
Indianapolis, Ind. j= = Arenz, Inspector 
pO Sr D. W. Hadsell, Inspector 
RE ee Inspector, New York Office 
Kansas City, Mo. L. J. Weishaar, Inspector 
....O. W. Schleussner, Supervising Inspector 

J. H. Hoover, Inspector 
Minneapolis, Minn. *, H. Hunter, Inspector 
PT SH, GM. cccecadccansesonnesenees I. H. Lister, Inspector 
| ge. De eee E. L. Markell, Supervising Inspector 
Cones Crew, GEIR. cccececccecces Cc. F. de Souchet, Inspector 
EE, ee ns eee cents avicweece sya are B. B. Jones, Inspector 
2 cechnteancceewemnen wed A. da Williams, Inspector 
di cece wg eaeeuater hn cwelee bees F. G. Robb, Inspector 
TEM, cecgcceccknenteataneaioens R. L. Ringer, Inspector 
ll reer Inspector, Boston Office 
mam Premesee, COME. .2.ccccsccecs S. H. Boddinghouse, Inspector 
Spokane, Wash. W. H. Wicks, Inspector 
Re SRS er eee Fred T. Bryan, Inspector 
i  P, - condecdn awed dace Inspector, Minneapolis Office 
Washington, D. C. H. W. Samson, Inspector 


Los Angeles, Calif. 
Memphis, Tenn. 


RECORD OF COAL PURCHASES 


The text of the order issued by Director-General Hines 
April 18, mentioned in The Traffic World of April 19, p. 
856, is as follows: 

“In order to make effective the policy already announced 
as to publicity in connection with railroad fuel contracts, 
it has been decided to post on all bulletin boards or in a 
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record book open to the public at the headquarters of 
the purchasing agent of each railroad under government 
operation the following facts: The name of the coal cop. 
pany or coal operator to whom a contract for railroad qa] 
has been allotted by the railroad in question, the price 
of the coal contained in’ the contract, the tonnage involved 
in the contract, the duration of the contract. Through 
this method the information listed above will be made 
available not only to coal miners and coal operators, but 
the public generally.” 


SHORT LINE BUSINESS 


The Trafic World Washington Bureay, 


The American Short Line Railroad Association is plan- 
ning a large railroad meeting to take place in Washing. 
ton ten days after Congress meets in extraordinary session, 
Six hundred short lines will be represented and the big 
lines will be represented by at least the advisory committee 
of railroad executives which has been handling legislative 
matters for the trunk lines. The purpose is to have sen- 
ators and representatives meet with the railroad presidents 
for discussion during the three days’ session of the asso- 
ciation’s meeting. 

Inquiry in behalf of the short lines addressed to the 
operating division of the Administration has brought the 
response that it will be the policy of the Administration 
to allow two days free from per diem to only such 
short lines as enter into co-operating contracts. The in- 
quiry was necessary because of disagreement in the in- 
structions on that subject sent out by regional directors, 
particularly Smith and Holden. Mr. Smith canceled his 
prior instruction to treat all short lines alike and confined 
the free per diem to contracting short lines. Mr. Holden 
merely canceled his instruction to afford equality of treat: 
ment, without stating a new rule. 


TELEPHONE RATES 


The Trafic World Washington Bureau. 


In reply to an inquiry, Postmaster-General Burleson, 
April 22, sent out a telegram saying: “There will be no 
general increase in Iccal telephone exchange rates in the 
United States, but, in order to produce revenues sufficient 
to cover the present abnormal high cost of operation and 
save the government from loss, it has been necessary to 
make readjustments of some local rates in many of the 
exchanges throughout the country.” 

In explanation of the policy of making “readjustments” 
suited to each exchange, he said the wage question was 
closely connected with rates, but, in view of the variation 
in each locality, the question of rates of wages to be paid 
would have to be determined locally. 


DELIVERY OF LOCOMOTIVES 


For the week ending April 12, 1919, the Railroad Ad 
ministration received shipments of thirty-five locomotives, 
twenty-two from the American and thirteen from the Balt 
win works. 


THE RAILROAD PROBLEM 


(Continued from page 876) 

idea that there has been no great revolution in the 
railroad situation that makes a sweeping change 
necessary—even though a sweeping change might 
be advisable on its merits, irrespective of this pat 
ticular time—and that all might be well, evel 
from the point of view of those who think somé¢ 
thing must be done to insure more revenue to the 
carriers, if the Commission were left at the helm, 
with perhaps a slightly altered course ordered by 
Congress—Congress first having studied the charts 
to see if a change is necessary. 


Let us tell you about the Daily Traffic World. 
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April 26, 1919 


| Digest of New Complaints 


No, 10552. Pittsburgh & West Virginia and West Side Belt 
R. R. Co. vs. Pittsburgh & Lake Erie et al. : 

Asks that Commission fix the division and apportionment 
of joint rates on bituminous coal as between complainants and 
defendants between April 1 and December 31, 1917, that is, 
prior to period of federal control, and for reparation. 

No, 10552, Sub. No. 1. Pittsburgh & West Virginia and West 
Side Belt R. R. Co. vs. Bessemer & Lake Erie et al. 

Asks that Commission fix the division and apportionment 
of joint rates on bituminous coal as between complainants and 
defendants between April 1 and December 31, 1917, that is, 
prior to period of federal control, and for reparation. 

No, 10552, Sub. No. 2. Pittsburgh & West Virginia and West 
Side Belt R. R. Co. vs. P. C. C. & St. L. et al. 

Asks that Commission fix the division and apportionment 
of joint rates on bituminous coal as between complainants and 
defendants between April 1 and December 31, 1917, that is, 
prior to period of federal control, and for reparation. 

No, 10504, Sub. No. 4. E. I. Du Pont de Nemours & Co., Wil- 
mington, vs. Maine Central, Hines et al. 

Unjust and unreasonable rates on lumber milled into box 
shooks at Smith’s Mills, Me., and sent to Gibbstown, N. J. 
Asks for reasonable rates and reparation. 

No, 10552, Sub. No. 3. Pittsburgh & West Virginia et al. vs. 
B. & O. et al. 

Asks for reasonable divisions on soft coal between April 1 
and December 31, 1917, and reparation. : 
No. 10553. Chicago, Lake Shore & South Bend vs. Lake Erie 

& Western, Hines et al. 

Alleges that the trunk line defendants refuse to establish 
through routes and joint.rates on freight to and from destina- 
tions on complainant’s lines as required by the Act to regu- 
late commerce. Asks for the establishment of through routes 
and joint rates on classes and commodities and the establish- 
ment of reasonable shipping charges. ; 

No, 10554. E. I. Du Pont de Nemours & Co., Wilmington, Del., 
ys. Canton R. R. Co. et al., Hines. 

Unjust and unreasonable rates on crude brimstone from 
Canton Station, Md., to Gibbstown and Carney’s Point, N. J. 
Asks for just and reasonable rates and reparation. i 
No, 10555. Lake Park Refining Co., Kansas City, Mo., vs. Chi- 
cago, Milwaukee & St. Paul et al., Hines. 

Unjust and unreasonable rates on petroleum fuel oil from 
Ponca City, Okla., to Chicago. Asks cease and desist order, 
just and reasonable rates and reparation. 

No. 10556. Graham Paper Co., St. Louis, Mo., vs. Portland Ry. 
Light and Power Co. et al., Hines. 

Unjust and unreasonable rates on wrapping paper from 
Oregon City, Ore., to Birmingham, Ala. Asks for just and 
reasonable rates and reparation. 

No. 10557. Southport Mill, Ltd., New Orleans, vs. Erie et al., 
Hines. 

Unjust and unreasonable rates on cocoanut or copra oil 
fom New Orleans to Babbitt, N. J., Brooklyn, N. Y., and 
Jersey City, N. J. Asks for cease and desist order and 
reparation. 

No, 10558. Southport Mill, Ltd., New Orleans, vs. Illinois Cent- 
ral New York Central and Hines. c 

Unjust and unreasonable rates on palm kernel oil from 
New Orleans to Buffalo. Asks for cease and desist order and 
reparation. 

No. 10559. Chamber of Commerce of Montgomery, Ala., et al. 
vs. L. & N., Hines. j 

Unjust and unreasonable rates on iron and steel articles 
(hardware) from Louisville, Ky., Cincinnati, O., Evansville, 
Ind., St. Louis, Mo., East St. Louis, Ill., and Belleville, IIl., 
ee mentgomery, Ala. Asks for reasonable rates and repara- 

on, 


No. 10560. San-Antonio Freight Bureau, San Antonio, Tex., vs. 
Int. & Gt. Nor. et al., Hines. ae 
Unjust and unreasonable minimum weights on lignite and 
lignite briquettes C L between points in Texas. Asks for 
reparation of $159.34 for complainant’s members due to regu- 
lation complained of. 

No, 10561. The Cumberland Glass Mfg. Co., Bridgeton, N. J., vs. 
Central R. R. Co.-of New Jersey and Hines. : 

Unreasonable demurrage assessed against carload ship- 
ments of coal. Asks for reparation of $4,317. 


No, 10562, E. I. Du Pont de Nemours & Co., Wilmington, Del., 
vs. Houston & Brazos Valley Ry. Co. et al., Hines. 

Unjust and unreasonable rates on crude sulphur or brim- 
stone from Bryanmound, Tex., to Thompson’s Point, N. J. 
Asks for rate not in excess of 42%c per 100 lbs and repara- 
tion in.sum of $4,356.68. 

No. 10563. Lowry Lumber Co., Kansas City, Mo., vs. Mobile & 
Ohio-et al., Hines. 


Unreasonable demurrage charges on carload lumber from 
Holt, Ala., to East St. Louis, IIL, reconsigned to Owosso, 
Mich. Asks for cease and desist order and reparation. 

No. 10563, Sub. No. 1. Lowry Lumber Co., Kansas City, Mo., 
vs. St. Louis S. W. Ry. Co. et al., Hines 

Unreasonable demurrage on carload lumber from Pollok, 
Tex., to Detroit, Mich. Asks for cease and desist order and 
reparation. 

No. 10564, Southport Mill, Ltd., New Orleans, vs. New Orleans, 
Texas & Mexico et al., Hines. 

Unreasonable and unjust rate of 471%4c per 100 lbs. cocoanut 
or copra oil, C. L., from New Orleans to Kansas City, Kan., 
ecause exceeded rate of 37%c on cottonseed oil, which it is 
dene should apply to cocoanut oil. Asks for cease and 
€sist order and reparation. 
% 10565. American Fire Brick Co., Spokane, Wash., vs. Ore- 
80n-Washington R. R. & Navigation Co. et al., Hines. 

Unjust and unreasonable rates on coal, C. L., from Corbin, 
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= C., and Blairmore, Alta., to Mica, Wash. Asks for repara- 
ion. 


No. 10566. Buick Motor Co., Flint, Mich., vs. Central R. R. Co. 


of N. J., et al., Hines. 

Unjust and unreasonable rates on C. L. shipments of electric 
storage batteries and parts thereof from Philadelphia, Pa., to 
— Mich. Asks for just and reasonable rates and repara- 
ion. 


No. 10567. The New Jersey Zinc Co., Pa., vs. A. T. & S. F. et 


al,. Hines. 

Unjust and unreasonable rates on shipments of acid in 
that L. C. L. rates are applied on tank cars being returned 
containing acid sediment. Asks for application of C. L. rate 
and reparation. 


JOHN H. NELSON 
ATTORNEY AT LAW 
401 Colorado Building, Washington, D. C. 


Will practice in the courts, before all 
the Departments, the Interstate Com- 
merce Commission, the Federal Trade 
Commission, the Shipping Board and all 
other government establishments. 


The New Railroad Legislation 


CLARK ON INTERSTATE COMMERCE 
Consisting of 

Testimony given by Hon. Edgar E. Clark (a member of 
the Interstate Commerce Commission) before the Senate 
Committee on Interstate Commerce. 

Introduction by Francis B. James (Chairman of Com- 
mittee on Commerce, Trade and Commercial Law of the 
American Bar Association). 

Pomerene-Esch Bill. 

Alphabetical Index to Mr. Clark’s testimony. 

The Introduction covers 28 topics, including among 
others, mergers and consolidations; pooling; competition; 
war expense and Railroad Administration contracts; issue 
of securities; diversion of funds; adequate revenue; Fed- 
eral and State Commissions; reconstruction of Interstate 
Commerce Commission; utilization of waterways and 
weak roads. More than half of the Introduction is de- 
voted to ‘‘weak roads’? problem, including therein Mr. 
Warfield’s plan. Cloth binding. Price, $3.00 delivered. 
Ready for delivery May 10, 1919. Published and for sale by 


JOHN BYRNE & CQO. 
715 14TH ST., N. W., WASHINGTON, D. C. 


CUNARD 
ANCHOR 
ANCHOR-DONALDSON 


. QUADRUPLE SCREW TURBINE 
Length 901 Feet + Breadth 97 Feet + 47000 Tons. 


POOL 
_— RANEAN 


-GLASGOW EA OND 
ORTLAND-LONDON ONTREAL-AVONMOUTH 
. PORTLAND-GLASGOW 
RATES to Irish, English and Scotch points via Liverpool, London, Glasgow 
or Avonmouth, and to Mediterranean points via Genoa, Naples or 
Piraeus, quoted on application. 
y REFRIGERATOR SPACE FOR EVERY PURPOSE 
For information as to rates, a .. and for booking arrangements, 
apply to 
COMPANY’S OFFICES. 
21-24 State Street, Battery Park Building. 
126 State Street, Cunard Building. 
140 No. Dearborn Street, Cunard Building. 
Cor. 3d St. and 2nd Ave. So., Metropolitan Life Bldg. 
270 Main Street, Scott Building. 
1300 Walnut Street 
107 East Baltimore Street. 
712 Smithfield Street, Chamber of Commerce Bldg. 
517 14th Street, N. W. 
215 No. Tenth Street. 
116 Cherry Strect. 
8S. W. Cor. Market and First Streets, Cunard Building. 
622 Hastings Street, West. 
The Robert Reford Co., Ltd., 23 St. Sacrament St. 
The Robert Reford Co., Ltd., 1 India St. 


NNIPEG 
PHILADELPHIA 
BALTIMORE 
PITTSBURGH 
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Docket of the Commission 


Note.—items in the Docket marked with an asterisk (*) are 
new, having been added since the last issue of The Traffie 
Werild. Cancellations and postponements announced teo late te 
show the change in this Docket will be neted elsewhere. 


May 1—Piqua, O.—Examiner Burbank: 
1 The Piqua Milling Co. vs. Erie Railroad et al. 


ey ene. D. C.—Examiner Gartner: 
50—Hanover Creamery Co. vs. Walker D. Hines et al. 


M{dei—the “Chas O.—Examiner Burbank: 
12—The Charles Bold Paper Mills vs. Walker D. Hines 


iene a O.—Examiner Gerry: 
10478—The Lakewood Engineering Co. vs. Walker D. Hines 
et al. Such portions of fourth section application 1625 as 
pertain to rates on steel rails and cross ties from South 
Lorain, O., to New York, N. Y. 
10495—The National Refining Co. vs. Walker D. Hines et al. 


May 5—New York, N. Y.—Examiner Gartner. 
10433—Overseas Syndicate, Inc., vs. Walker D. Hines, Director 
General of Railroads et al. 
aa tana Texas Co.; Kuhne-Libby Co. vs. Walker D. Hines 
et al. 
May 5—Toledo, O.—Examiner Gerry: 
10456—Frame & Co. vs. Walker D. Hines et al. 


May 5—St. Louis, Mo.—Examiner Mackley: 
10196—Walter A. Zelnicker Supply Co. vs. Mo. Pac. R. R. 
Corporation in Illinois et al. 
10439—The Globe Automatic Sprinkler Co. vs. Hines et al. 


May 5—Philadelphia, Pa.—Examiner Woodward: 
10459—E. I. Du Pont de Nemours & Co. vs. Hines et al. 
10466—E. I. Dupont de Nemours & Co. vs. Hines et al. 
10503—E. I. Du Pont de Nemours & Co. vs. Hines et al. 


May 6—Detroit, Mich.—Examiner Gerry: 
10451—The P. Koenig Coal Co. vs. Grand Trunk Ry. Co. of 
Canada et al. 
May 6—New York, N. Y.—Examiner Gartner: 
10477, Sub. No. 1—The Diamond Match Co. vs. Walker D. 
Hines et al. 
10463—Alfred Gill, John A. Gill and Martin H. Gill, copartners 
trading under the firm name of Alfred Gill & Sons, vs. 
Walker D. Hines et al. 


= oe Pa.—Examiner Woodward: 
5—E. I. Du Pont de Nemours & Co. vs. Hines et al. 
10468—E. I. Du Pont de Nemours & Co. vs. Hines et al. 
10482—E. I. Du Pont de Nemours & Co. vs. Hines et al. 


6—Richmond, Va.—Examiner Burnside: 
5 and Sub. No. 1—Virginia-Carolina Chemical Co. vs. 
Hines, Louisville & Nashville R. R. et al. 


May 7—South Bend, Ind.—Examiner Gerry: 
$514—South Bend Chamber of Commerce et al. vs. B. & O. 
et al. Departures, as may exist in the rates complained of 
in this case, from the fourth section, will also be heard. 
May 7—Tulsa, Okla.—Examiner Burbank: 
10497—Roxana Petroleum Co. of Oklahoma vs. Walker D. 
Hines et al. 
10498—Roxana Petroleum Co. of Oklahoma vs. Walker D. 
Hines et al. Such portions of fourth section application 631 
as relate to charges on wrought iron pipe from Kansas 
points to Craford, Tex. 


May 7—Springfield, Mo.—Examiner Mackley: 
10480—Kent & Rountree Dry Goods Co. et al. vs. 
D. Hines et al. 
May 7—New York, N. Y.—Examiner Gartner: 
10523—The W. S. George Pottery Co. vs. Walker D. Hines 


et al. 
* 10513—American Agricultural Chemical Co. vs. 
Brazos Valley Ry. et al. 
May 7—Argument at Washington, D. C.: 
6194—Holmes & Hallowell Co. vs. Great Northern et al. 

6357, Sub. Nos. 1 to 14 inclusive, 16, 17, 19 and 20—Imperial 
Elevator Co. vs. Great Northern. 

6715, Sub. Nos. 1, 3 to 20 inclusive, and 23—F. C. Alsop & Co. 
vs. Northern Pacific. 

6794, Sub. Nos. 1 to 6 Inclusive—Northwestern Elevator Co. 
et al. vs. Great Northern et al. 

6552, Sub. Nos. 1 to 14 inclusive—Lampert Lumber Co. et al. 
vs. Great Northern et al. 

ay - Nos. 1 and 2—Lampert Lumber Co. vs. C. M. & St. 

. et al. 

7281, Sub. No. 2—Nortz Lumber Co. vs. Great Northern et al. 

7281, Sub. Nos. 3 to 8 Inclusive—Nortz Lumber Co. vs Great 
Northern et al. 

7498, Sub. Nos. 1 and 3—Christenson Imes Lumber Co. vs. 
Northern Pacific et al. 

8033—M. S. Alexander et al. Cc. & N. W. al. 

8119, Sub. Nos. 1, 2, 5 to 10 iaaipaboe, 13, 14, 16 aS 26 Inclusive, 
28 to 30 inclusive, 32 to 41 inclusive—Federal Elevator Co. 
et al. vs. Great Northern et al. 

7—Philadelphia, Pa.—Examiner Woodward: 

10494—-E. I. Du Pont de Nemours & Co. vs. Hines et al. 

10518—E. I. Du Pont de Nemours & Co. vs. Hines et al. 

10520—E. I. Du Pont de Nemours & Co. vs. Hines et al. 

=e a oa Okla.—Examiner Burbank: 
ens Nos. 1 and 3—Frick-Reid Supply Co. vs. Hines 


10881 Sub. Nos. 4 and 5—Sinclair Gulf Pipe Line Co. vs. 
Hines et al. 


Walker 


Houston & 


. 


10451, Sub. Nos. 6 and 7—Sinclair Gulf Oil Co. vs. Hines et al. 
10451, Sub. No. 2—McMann Oil and Gas Co. vs. Hines et | 
10452—Frick-Reid Supply Co. vs. Hines et al. 
May 8—New York, N. Y.—Examiner Gartner: 
10443, 10472, 10473, 10501—George C. Holt and Benjamin g, 
Odell, receivers ‘of 4@tna Explosives Co., Inc., vs. Walker 
D. Hines, Director General of Railroads et al. 
May 8—New York, N. Y.—Examiner McFarland: 
8406 (Sub. Nos. 2 to 12 inc.)—National Tube Co. vs. The Lake 
Terminal R. Co. et al. 
8406 (Sub. Nos. = to 23 oe )—Carnegie Steel Co. vs. The Lake 
Terminal R. R. Co. et al. 
May 8—Atlanta, Ga.—Examiner Burnside: 
10469—Hudson Mule Co. et al. vs. Director General and the 
2. & BF. ee al. 
10470—Cannon Manufacturing Co. vs. Sou. Ry. Co. et al. 
May 8—Philadelphia, Pa.—Examiner Woodward: 
10432—E. A. Skilton vs. Hines et al. 
10488—Atlantic Refining Co. vs. Hines et al. 
May 9—El Paso, Tex.—Examiner Pattison: 
10524—Heid Bros. vs. The El Paso & S. E. et al. 
May 9—Oklahoma City, Okla.—Examiner Mackley: 
10455—The Karchmer Iron and Metal Co. vs. Walker D. Hines 
et al. Portions of fourth section app. 692 of F. A. Leland, 
10502—Curtis, Booth & Bentley Co. vs. Walker D. Hines et al, 
May 9—Philadelphia, Pa.—Examiner Woodward: 
8875—D. C. Armstrong vs. N. Y. P. & N. R. R. et al. 
8876—L. T. Brandon vs. N. Y. P. & N. R. R. Co. et al. 
* 8875 om. No. 1)—D. G. Armstrong vs. N. Y. P. & N. RR 
et al. 
* 8876 (Sub. No. se Timber and Lumber Co. vs, NX, 


¥. Bb. & .. R..B. Of al. 
* 8876 (Sub. No. 2)—The Virginia Pine Timber Co., 
N. Y. P. & N. R. R. et al. 


May 10—Ft. Worth, Tex.—Examiner Burbank: 
~ > ores Motor Co. of Texas vs. Walker D. Hines 
et al. 
May 10—Chattanooga, Tenn.—Examiner Burnside: 
10508—Lookout Planing Mills vs. Hines et al. 


May 12—Kansas City, Mo.—Examiner Mackley: 
10444—Excelsior Powder Mfg. Co. vs. Walker D. Hines et al. 
ee No. 1—William Volker & Co. vs. Walker D. Hines 

et al. 

May 12—Philadelphia, Pa.—Examiner Smith: 

10504—E. I. Du Pont de Nemours & Co. vs. Hines et al. 
* 10504 (Sub. Nos. 1, 2, 3 and 4)—E. I. Du Pont de Nemouns 
& Co. vs. Hines et al. 


REFRIGERATOR CAR DISTRIBUTION 

Regional Director Aishton in a circular to Northwestem 
railroads says: 

“Complaints are frequently received of the misuse of 
refrigerator cars belonging to packers. This applies par 
ticularly to small independent concerns having a limited 
car supply, of which there are a number in the northwest 
ern region. There is an ample supply of refrigerator equip 
ment for miscellaneous loading. Present instructions, it 
cluding those issued by the Refrigerator Department of the 
Car Service Section, make it entirely clear that packing 
house equipment must not be interfered with, and must 
be moved strictly in accordance with requirements of the 
owners. Why there should be any occasion for the mis 
handling of such cars is difficult to understand.” 


Inc., vs. 


EXCESSIVE DEMURRAGE COMPLAINT 


Delay by the Central Railroad Company of New Jerse 
in making repairs of trestles used by the Cumberlanl 
Glass Manufacturing Company for unloading coal at its 
plants at Minetola and Bridgeton, N. J., it is alleged in No. 
10561, the Cumberland Glass Manufacturing Company "5 
the Central Railroad Company and Director-General ~_ 
was the cause of excessive demurrage charges of $4,il/ 
against the complainant. The repairs to the trestles wél 
made between February 26 and August 1, 1917, and wel 
delayed on account of abnormal labor conditions due to the 
war, it is set forth. The complainant company says t 
because of being barred from the use of its trestles, it ¥# 
compelled to unload cars much slower than if it had b 
the use of the trestles. The shipments of coal origines 
in Pennsylvania and West Virginia. Reparation in the si 
of $4,317 is asked. 


DELIVERY OF NEW CARS 
For the week ending April 12 the United States Railro# 
Administration accepted 447 new cars, distributed a8 7 
lows: C. C. & O., 24; Sou. Pac., 146; Sou. Pac., ‘ 
McK. & Y., TT. 
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POSITIONS W ANTED OR OPEN a Bldg., 5 North La Salle ma 


SS] Manager Traffic Department, Cincinnati Chamber of Com- 
WANTED—Young a who hes had some railroad experi- merce and Merchants’ Exchange. 
ce in New England territory for assistant in traffic depart- ” 
meet ent large manufacturing concern. C. H., Traffic World. R. Re TI pocoese cages WS a 























nes et al, WANTED—Good traffic manager familiar with grain and Commerce. 
1es et 2 four traffic, location Oklahoma. C. M. 29, Traffic World, Chi- Oscar F. Bell ..........ccccceccecs shen waawe Secretary-Treasurer 
BH cago. T. M. Crane Company, 836 South Michigan Avenue, Chi- 


cago, Ill. 

— TRAFFIC MANAGER AND ATTORNEY with experience of 

Jamin §. eight years in central freight and trunk line territories, two ee. Bi I a wis no kien ace ndieneeiaaeemeraaiel -Assistant Secretary 

. Walker years in southeast, one year Pacific Coast, and ten years with 5 North La Salle Street, Chicago, Tl. .. .. .. ...c0 covece 
int. Com. — Mg gg Bm = ‘_— | 

tion; salary, 4 ; ress Attorney, raffic orld, 

The Lake feago. - 2 MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 

industries Located at Sterling and Rock Falls, til. 

The Lake WANTED—Position as Traffic Manager, industrial concern, A. N. Bradford ....cccccccccces eocccccccccccccccccccc cc ck FesGent 
Newark or New York preferred. Fourteen years’ railroad, one P. W. Dillon ..... iicacnieseienst ce accel oominerneaeee seeeceeee» Vice-President 
year industrial experience. Familiar with rates, claims, etc. Ww. J. i et te a es ee ke Secre 

| and the fj B. 0. N. 55, Traffic World, Chicago. W. B. Long ........ veesien wenewnendees ent 


ae : < A rr relative to movement of traffic to or from 
t al WANTED—Position as traffic manager industrial concern. ll_ correspondence 
. : , F : r terling and Rock Falls, Ill., should be addressed to the Traffic 
fourteen years’ rafiroad experience with rates, ete. 5. 5. J. 38. Manager, General Offices, Lawrence Building, Sterling, Til. 


WANTED—Position by ex-army officer as stenographer or 
derk offering opportunity to get practical experience in tariffs, 


, etc. Six years’ stenographic experience with large rail- LEAS 
— ‘Studied traffic courses. Willing to leave city. Best ref- WE E TANK CARS 
erences furnished. M. P. R. 34. Traffic World. Chicago. ALI STEEL MODERN EQUIPMENT 


Zt” TRAFFIC ORGANIZATIONS LIQUIDS DESPATCH LINE 


Phene Canal 3400 2500 S. Robey St., Chieage, Ml. 


il 

N. RR 

to. vs. N, y FOR SALE 

Inc., v8 he world: tos Several cars of newly manufactured 6x8—8 


aaa parental to She Sree Riterianee of ccmmmerss; wan Standard No. 1 Oak Railroad Ties. L. E. Pearson, 
, advan . - . 
D. Hines tect the commercial and transportation interests. Edwardsburg, Mich. 


“ie ©“PORT OF PORTLAND” 


Monthly Sailings Steel Vessels to Oriental Ports 


ot al. Customs House Brokers FORWARDERS OF IMPORT, EXPORT Marine Insurance 
Nemours Pool Cars L. C. L. Freight AND DOMESTIC FREIGHT Traffic Managers 


OREGON-PACIFIC COMPANY 
hwestemfff | Geos Freight Rates Wileox Building, PORTLAND, OREGON LET US HANDLE 


1isuse of 


lies par 
a limited 
= an TAN RK AR 
or equip 

tions, it: P 
nt of tk FOR SALE OR LEASE—Approximately 100 SULPHURIC ACID TANK CARS 
| packing . . . . 
- must 15 of which are equipped with 2% Domes. All are of recent construction and 

ts of the part of them are practically new. They are now located in Southeast. 

the mis Address, TANK CARS, care of Traffic World, Chicago, III. 
, 
merit : Your Shipping Problems Solved Immedi 
men ST Mi if our Shipping Problems Solved Immediately 
= ft. Ligaki tS gotta ee es e - ” 
ed in No bee eee You Need These Handy Volumes “National Freight Traffic Manuals 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Spencer Transfer, North Carolina 


(Largest Freight Transfer Station In the South) 


For quick service to the Carolinas and upper Georgia 
consi pool cars to us for distributicn. el mer- 
chandise cars loaded out daily for this entire territory. 


Acme Transfer & Storage Co., Inc., of New York 


H. N. McEwen, Resident Manager. P. O. Salisbury, N. C. 


DECATUR, ILLINOIS 
“The Heart of Illinois” 


Gives quicker service by steam and electric lines 
to all Central Illinois. 


PARKE & SON CoO. 


Members Am ican Chain of Warehouses 
STORAGE TRANSFER FORWARDING 


Western Transfer and Storage Co. 


220 TO 226 6 STANTON ST. 
FORWARDERS. AAND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 


TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El Paso 


Cut Rate Package Car Service from Seaboard Territory 


Gordon Fireproof Warehouse & Van Co. 


219-23 North 11th Street, OMAHA, NEB. 


6 Warehouses on Track—4 Sprinkled 


Insurance Rate, 20c. Trackage Space, Two Blocks 
General Transfer and Forwarding 


Buffalo Storage & Carting Co. 
850 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warehousemen by - Forwarding Agent: Drayage and 
Heavy Hauli ee 4 Fireproof Waschaen Low- 


est Insurance 
‘canvases. TEXAS 


oak LAND CALIFORNIA saceanento 
POOL CAR SERVICE 


LAWRENCE WAREHOUSE @ 


CHICAG 
Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street 


Teaming of Every Description—City Dellvery Service 
and Carload Distributors 


RESHIPPING WAREHOUSE 
F. W. HAGEN & CO. 1131 EAST TTTH STREET 


66 Car Switch CHICAGO, ILL. Cav’, 1000 Cars 


New Chicago, IlL, Sta. 
Tl. Cent. Main Line 
th Chicago, Il. 


Grand Crossing, Ill., Sta. Sou , Sta. 

I. C. or Nickel Plate Delivery Belt Ry. of Chgo. or E. J. "&E. Del’y 
Ample Private Car Switch and Lake Michigan Dock Facilities 
Thru Transit and Chicago Freight Rates Protected 

GENERAL MERCHANDISE STORAGE, TRANSFERRING 


Carolina Storage & Distributing Co, 
Raleigh, North Carolina 


We store and distribute all classes of freight. Modern 
brick warehouse located on railroad tracks. Pool car 
distribution a specialty. Being centrally located, Raleigh 
is the most logical distributing point for the Carolinas. 


LINCOLN, NEB. 


Best Distribution Polnt In the West 
Merchandise in car lots distributed to all ints. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trac e Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 


SS PONY EXPRESS’® 
ST. JOSEPH MISSOURI 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CINCINNATI, OHIO 


Consignments of freight in carloads or less for Cincinnati 
and points beyond solicited, at reasonable rates. 


The moving and placing of heavy machinery a s,ecialty. 


THE CINCINNATI TRANSFER CO. 


Correspondence Solicited. Established 1859. 


ROCHESTER, NEW YORK 


General Storage Forwarding Carload Distribution 


Excellent facilities for reshipping without —~ = Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


CINCINNATI, OHIO Nort oe GATEWAY md 90 Te 
J.C. Buckles cnt my Co. 


SAVE THE DIFFERENCE 


Prevailing high fre . rates means greater difference be- 
tween carload and less carload rates than heretofore. 


Send U* Yer distribution to North, South, East and West 


Leuisville Public Warehouse Co., Inc. 


Accumulators and Distributors of All Classes of Freight 
Have COMMERCIAL FREIGHT DEPOT Center 
of City, Storage, Traffic and Transportation Depts. 
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Do You Believe 


Builders General American 


General Offices: Harris 


Plants at: East Chicago, Ind.; Sand Springs, Okla.; Warren, Ohio 
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In Preparedness? 


ET us benefit from the past and prepare now for the heavy shipping 
season that is bound to come soon. 


This is a Slack period in tank car shipping. It’s the ideal time to 
look over your equipment—as the motorist surveys his car in the 
spring—and to ascertain what your cars need to take care of the in- 
creased freight movement coming. 


Remember that in the stress of war-time thousands and thousands 
of cars have gone for two or three years without attention or with a 
minimum of repairs. Many of them have stood intensive service as 
long as they possibly can; many are now practically out of commis- 


sion through the wear and tear of the war years. 


The Economical 
Opportunity 


Why wait until the last minute be- 
fore getting ready for the big demand 
for extraordinary transportation hits us 
all? This is the time. 


You can save money by having your 
cars repaired now. Prices are at their 
low ebb. 


And it’s economy to have your cars 
overhauled while they’re idle. 


Besides, timely repairs mean saving 
through lengthened service; take the 
“stitch in time’’ and save the ‘“‘nine”’ of 
serious disablement into which a slightly 
“bad order” can grow. 


Extraordinary 
Facilities 

Our Central factory at East Chicago 
has just been enlarged with additional 
space especially devoted to repair and 
rebuilding work. Our Western plant at 
Sand Springs, Okla. (near Tulsa), and 
our Eastern works at Warren, Ohio, also 
are exceptionally well equipped for taking 
care of disabled and ‘‘bad order”’ cars. 


Look over your cars. Or let ‘our in- 
spectors see them and suggest what will 
be needed to put them in ship-shape so 
that when the era of great prosperity 
dawns you won’t be caught with crippled 
equipment. 


Write for information. 


Tank C ar Corpor ation Lessors 


Trust Building, Chicago 


Sales Offices: 17 Battery Place, New York; 24 California St., San Francisco 
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Building GMC 


Truck Confidence 


The man who owns a GMC 
Motor Truck may well look 
upon it with the same degree 
of confidence he placed in the 
horse, his faithful friend. 


Whether it be a single GMC 
Truck or a fleet, the owner finds 
untold satisfaction in his con- 
fidence that his work will be 
well done. 


During the years since GMC 
Trucks were put on the market 
there has grown up among 
GMC owners everywhere just 
such a feeling. 


There is a good reason for it. 


GMC Trucks, from the very 
first; were built to be inherently 
good—good for their own sake. 


No GMC Truck was ever built 
to meet a price. 


The GMC ideal has been to 


‘build the best truck possible in 


a particular size and for a par- 
ticular kind of work. 


That is why, as a result of proof 
of performance, the reputation 
of GMC Trucks for reliability 
and plain, honest quality is 
rapidly - growing. 


Let your next Truck be aGMC. 


GENERAL MOTORS TRUCK COMPANY 
PONTIAC, MICHIGAN 


Branches and Distributors in Principal Cities 


Aires. 
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